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WESTERN RATE ADVANCE 

At last the western trunk lines have moved to put 
on the Commission the burden of saying yes or no to 
definite proposals looking toward bringing their earnings 
within gunshot of the so-called “guaranty.” They have 
asked the Commission to remove the technical hobbles 
so that they may get at the heart of the matter by means 
of definite schedules designed to bring in the money. In 
effect, they are saying: “Remove the technical bar- 
riers that make it impossible for us to initiate rates by 
fling schedules, and allow us to put before you the 
definite rates we undertake to show you are necessary to 
enable us to live.” 

The effect of the orders issued by the Commission is 
to deprive the railroads, as to most of the revenue-pro- 
ducing freight, of the right to initiate definite rates on 
which the Commission must make a definite decision in 
I, and S. proceedings. 

As we recall Ex Parte No. 87, the carriers merely 
asked the Commission to permit them to make a five per 
cent increase, but did not follow with the formal papers 
requiring the Commission to deal with the matter in the 
hurry-up manner required by the law relating to suspen- 
sion cases. Under the suspension part of the law the 
Commission is required to act within seven months. 
Usually, the railroads postpone the effective dates of 
their suspended schedules if the Commission says it 
cannot finish its investigation within that time, but, if 
the carriers refuse to postpone, the Commission must 
make some sort of decision. 

In other words, the carriers are now proceeding un- 
der that part of the law requiring expedited action, if the 
carriers decline to postpone their tariffs, regardless of 
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general investigations such as those now being conducted 
under the Hoch-Smith resolution. Of course, the Com- 
mission can put the new schedules under the Hoch-Smith 
investigation, but, as before indicated, the carriers can 
force action of some sort on their proposals by merely 
refusing to postpone the effective date, if they think the 
Commission is sidestepping, and putting off the day 
when it must say, in an effective way, that the railroads 
are entitled or not entitled to more revenue. If it dared 
say they were not entitled to more in the manner pro- 
posed or in some alternative manner, a petition to a court 
requiring the Commission to initiate rates, in accordance 
with the language of the statute (15a) would not be 
unreasonable. 

Without presuming to pass judgment on this par- 
ticular proceeding, either as to the methods that may be 
pursued or the specific increases that may be asked for, 
we welcome it as the kind of aggressive action on the 
part of the carriers that we think should be taken. We 
do not well see how the Commission can again sidestep 
the legitimate demand of carriers in Western Trunk Line 
Territory for rates that will produce revenue in line with 
what the Commission itself has said is their due. Even 
if the carriers do not proceed in a manner that pleases 
the Commission, either as to the kind of increases pro- 
posed or the methods employed in seeking the increases, 
we think it is up to the Commission, by its own methods, 
to see that the revenue to which they are entitled is 
forthcoming. 


POLITICAL BUNK 

Weare not taking sides in the presidential campaign 
and do not intend to make invidious comparisons—in- 
deed, they are hardly possible, for both sides, as always, 
are indulging in such preposterous political gymnastics 
as to make it difficult to decide which is the worse. But 
as a horrible example of unlimited ignorance, or con- 
scienceless misrepresentation, or both, with respect to 
transportation, we give our readers the benefit of the fol- 
lowing, from an utterance by Judge E. H. Callaway, of 
Augusta, Georgia, issued by the Democratic national 
campaign committee for Georgia: 

But with the Harding administration came a complete re- 
versal of policy of the government toward railroads and the 
public. An act of Congress authorized a valuation of all railroad 
property in the country by the Commission, where the Presi- 
dent appointed the members. Presidents Harding and Coolidge , 
have filled that Commission with members satisfactory to the 
predatory interests, whose representatives selected them as the 


Republican nominees in 1920. The result is that the Commission 
has added many billions of dollars to the original cost of the rail- 
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properties upon which the great masses of shippers and the 
plic are required to pay interest and dividends. ; 
os The Republican Congress also passed the Esch-Cummings 
pill, whereby the government guarantees that the railroads shall 
5% per cent net income on these inflated values, and the 

carroad rates have been more than doubled. The Commission 
sllowed at first a flat rate increase of 53 pe- cent, but this increase 
;qa mere bagatelle in comparison with the actual increase which 
bes been made by changing the classification of commodity rates, 
and through this simple expedient more than doubled the rates 
many instances. é 
The results have been confusing, but nevertheless destructive 
of all interests dependent upon transportation, and the cost of 
ving has been more than doubled to all of the people of the 
country through the operation of the high tariff and the con- 
fscatory railroad rates. 


in 


It is true that the transportation act of 1920 was 
enacted while a Republican administration was in power. 
But where does Judge Callaway get the idea that it was 
a party measure? What would he have done in place of 
this measure? Who are the members satisfactory to the 
predatory interests that “fill the Commission,” and are 
they Republicans or Democrats? Is five and three-quar- 
ters per cent on their valuation too much for the railroads 
toearn? If so, why, and how much does the judge think 
they ought to earn in order that they may be able to 
function? Or does he think that they ought not to be 
permitted to function? And has he not yet learned that 
the government gave the railroads no guaranty? If what 
it gave was a guaranty, has it not broken faith, for does 
not the judge know that the railroads have not earned 
five and three-quarters per cent? What would he do 
about them or with them, and what does he suggest or 
promise that the Democratic party do? Of course, he is 
suggesting nothing. He is merely indulging in political 
“bunk” that sounds more or less impressive to the 
ignorant but that disgusts everybody else. 


WRITE YOUR OWN EDITORIAL 

On the bulletin board of the traffic club of a large 
city this week was posted the following notice: 

Members are not permitted to use intoxicants or alcoholic 
beverages while in traffic club quarters or to provide intoxicating 
liquors of any description to guests. Officers of the club respect- 
fully request that members adhere to this rule and that they do 
not in any way violate the 18th amendment. 

A few inches away from this notice, on the same 
bulletin board, appeared a notice of a club golf outing 
with a list of prizes to be given. Among the prizes were 
the following: Hip flask, cocktail shaker, traveler’s 
bottle. 


UP TO THE PRESIDENT 

It is rather inconsiderate of the western trainmen to 
refuse to consent to arbitration of their wage demands 
and thus put up to the President of the United States, 
in the midst of a national campaign, the question of 
whether he will, under the law giving him that discretion 
in the matter, appoint a special fact-finding commission. 
Of course, President Coolidge is not a candidate for office 
this time but, of course also, he has in mind the effect of 
the situation on the success of his party at the polls. 
Perhaps he can “stall” until after the election, for we 
notice what seems to be a grave omission in the act— 
that it does not provide a time limit within which the 
President must act. It merely provides that such a com- 
mission, if appointed, must report to the President within 
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thirty days of its appointment and there must be no 
change in the conditions out of which the dispute arose 
within thirty days after the report is made. 

We think that, especially in view of their financial 
condition, the terms offered by the western carriers were 
generous. But, whether they were or not, the men are 
utterly in the wrong in refusing to submit their demands 
to arbitration, under the railway labor act. This act— 
the Watson-Parker railway labor law—by the way, was 
enacted by Congress at the joint request of the railroad 
executives and the railway labor organizations. The 
former are abiding by it, though they were criticized to a’ 
considerable extent for agreeing to its passage. The lat- 
ter, however, after forcing it through, are trying to re- 
pudiate it. We hope the President of the United States 
will promptly do all that it is possible for him to do 
under the law. 


TAXATION OF PUBLIC PROPERTY 


The Valve World, “house organ” of Crane Company, 
Chicago, is responsible for the following: 


An important, and geunerally unrecognized, point is brought 
out in the report of a special commission that is studying the 
gore tax situation in a western state. Substantially, the point 
is this: 

The exemption of municipally owned utilities—water supply, 
electric, port, etc.—from taxation discriminates against the rural 
taxpayer, and, by logical extension, we may add, against the 
general taxpayer, as well. 

Any exemption from taxation creates a deficiency in the total 
amount of taxes to be raised, and this deficiency has to be made 
up by those who do pay the taxes. Not only does exemption 
from taxation of publicly-owned utilities discriminate against the 
rural taxpayer, but it also discriminates against private enter- 
prise. The people of the whole state, directly or indirectly, 
have to make up the deficiency. 

The proposed remedy is that all publicly-owned properties 
conducted for profit should be placed on the tax rolls on the same 
basis as private enterprises. The commission estimates that for 
the state in question this would add a total of $700,000 annually 
to the state treasury. It is also proposed to place all municipally- 
owned and operated public utilities under jurisdiction of the 
public service commission as to accounting and other general 
practices. 

Both proposals are steps in the right direction. Tax-exemp- 
tion and tax-discrimination go hand in hand, and the taxpayer 
doubtless would learn much to his advantage by having the 
books of municipally-owned public utilities audited by some 
independent public agency. 


Much of this is well said, but we are wondering 
whether its author has in mind the complete application 


of the theory he favors, and, if he has, whether the con- 
cern that employs him agrees with him. 


If publicly-owned properties, conducted for profit, 
should be placed on the tax rolls, as the author of the 
editorial quoted advocates, then, of course, the Missis- 
sippi Barge Line and other government inland waterway 
projects of the kind, actual and proposed, come in that 
category. If they are not actually taxed, at least taxes, 
with other overhead charges that private industry has to 
pay, should be set up in any account for the purpose of 
showing profit and loss. Otherwise, as The Valve World 
says, both the taxpayer and private enterprise are dis- 
criminated against. 


We have no information on the subject, but we won- 
der whether Crane Company takes this attitude toward 
the government’s Mississippi River operations and its 
proposed Illinois waterway operations. If it is an actual 
or potential user of these waterway services and does 
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take that attitude, then it is an exception among midwest 
business houses, usually utterly pragmatic and selfish in 
their consideration of policies that may mean lower costs 
to them but that are unsound economically and unfair to 
others. 


POLITICS AND TRANSPORTATION 


The Republican national committee has announced that 
Secretary of War Dwight F. Davis conferred with Herbert 
Hoover September 24, prior to the secretary’s departure the 
following day for La Salle, Ill., “where he will begin a tour down 
the Illinois Valley for the purpose of inspecting terminal facili- 
ties and other necessary details incident to the establishment 
of federal barge line service on the Illinois River, which will 
eventually be extended to Chicago.” 

“The War Secretary remarked,’ continued the statement, 
“in connection with his trip, that the vigorous championship of 
waterway development by Herbert Hoover is largely responsible 
for the prospect of immediate barge service on the tributaries 
of the Mississippi River, of which the Illinois is one of the most 
important.” 

The statement quoted the Secretary of War as follows: 


In contrast to Mr. Hoover’s active aid of waterway development 
during his term as secretary of commerce, it is interesting to note 
that Governor Smith at Omaha devoted about three lines of his 
speech to waterway development, which he evidently regards as some- 
thing to be considered in the distant future. He, of course, does not 
know what has already been done. We now have barge service the 
full length of the Mississippi River and have provision for its estab- 
lishment on the Missouri and Illinois Rivers as soon as the channels 
are of uniform depth, which will be within a year or so. We have 
progressed that far with Mr. Hoover’s active assistance, but of course 
Governor Smith doesn’t understand the situation. 


Continuing, the national committee statement said: 


Secretary Davis expects to be joined at LaSalle, Ill., by Rep- 
resentative illiiam E. Hull of Peoria, and will motor down the Illi- 
nois valley to Peoria and from there to Beardstown and other prob- 
able terminal points. It is expected that barge service as far up 
the Illinois river as LaSalle will be in operation within two years 
and that by 1931 barges will be running regularly between New 
Orleans and the Chicago terminals. The through service to Chi- 
cago must wait upon the completion of the upper section of the 
Illinois waterway, which is being built by the state of Illinois at a 
cost of $20,000,000. 


In another statement issued simultaneously by the Repub- 
lican national committee, an article by T. V. O’Connor, chairman 
of the Shipping Board, in the current issue of “American Farm- 
ing,” was reviewed. The statement said that Mr. O’Connor cited 
Hoover’s interest in the development of dependable ocean trans- 
portation and his recognition of “the farmer’s dependence on 
an adequate merchant marine.” It said that Chairman O’Connor 
related that at a meeting of the Shipping Board in June, 1926, 
Mr. Hoover, at that time Secretary of Commerce, and William 
M. Jardine, Secretary of Agriculture, appeared before the board 
“to call to the board’s attention the acute grain situation and 
lack of sufficient ships to transport grain to the markets of the 
world,” and then told of the action of the board of putting addi- 
tional ships in service to met the situation. 

“This situation,’ Hoover and Jardine told the board, accord- 
ing, to the statement, “was seriously affecting the price that 
the farmer was obtaining and might obtain, and the assurance 
of adequate transportation would be an important element in 
getting for the farmer a better price for grain.” 

Twenty-seven ships were at once assigned to the grain 
carrying trade and 32 additional ships ordered immediately put 
into condition for the same purpose, “Mr. O’Connor notes, in 
response to this suggestion.” 

“The cost of putting on these ships, the board felt, was 
insignificant compared to the tremendous benefit to be con- 
ferred upon American agriculture,’ said Mr. O’Connor, according 
to the statement. 


BARGE LINE APPLICATION 


The Commission, without classifying it as a finance appli- 
cation or a rate complaint, has made public an application of 
the Inland Waterways Corporation, under the barge line expan- 
sion act passed by Congress last May, “for certificates of public 
convenience and necessity and for orders directing participation 
of common carriers in through routes and joint rates.” 

The government barge line agency asks that the Commis- 
sion “issue (1) a certificate of public convenience and necessity 
for the Inland Waterways Corporation’s water transportation 
lines on the Mississippi River, from Minneapolis to St. Paul, Min- 
nesota, to New Orleans, Louisiana, and (2) a certificate of public 
convenience and necessity for the Inland Waterways Corpora- 
tion’s water transportation lines extending from New Orleans, 
Louisiana, to Birmingport, Alabama.” 

Argument in support of the provisions of the barge line act 
of 1928, under which the certificates are now sought, made at the 
hearings on the bill, was to the effect that it would be helpful 
to the barge line in rate cases if it could display a certificate 
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of public convenience and necessity issued by the Commisgj 
Such a certificate, it was contended, would dispose of allege, 
tions that the barge lines were not necessary. al 

The barge line, in its application, also asks that, upon th 
issuance of the certificates, the Commission, by order direct 
the common carriers named in Appendix A of the application , 
join with the applicant in the establishment of the through rout “ 
and joint rates, with reasonable rules, regulations and webs 
tices, and with minimum differentials set out in Appendix B 
of the application, to apply until changed by order of the Com 
mission or by agreement between the applicant and the other 
participating carriers; and further, that all common Carriers 
involved be directed to enter into negotiations for equitable divi. 
sions of said joint rates within 30 days after the same are es- 
tablished. 

Appendix A of the application, naming carriers other than 
the barge line, contains a list of about 1,600 carriers, beginning 
with Aberdeen and Rockfish and ending with Yreka Railroad (o 

The applicant briefly reviews the history of the government 
barge line and tells of its present facilities, equipment, tonnage 
and interchange of traffic with other carriers. It says the 
through routes and joint rates already established are inag. 
equate to serve fully the public interest or to permit the devel. 
opment of the water transportation system described to the 
extent of its potentiality as an integral and vital part of the 
transportation system of the United States. 

“The applicant urges that, in the public interest,” says the 
applicant, ‘there should be established additional through routes 
and joint rates, and especially rail-barge-rail routes and rates 
over the applicant’s water transportation lines and the carriers 
named in Appendix A to this application, which is made a part 
hereof, together with appropriate rules, regulations and prav. 
tices in connection therewith. Public interest and necessity at 
the present time therefore require such through routes and 
joint rates, with the rules, regulations and practices, and the 
minimum differentials applicable thereto, as are described in 
Appendix B to this application, which is made a part hereof.” 

A differential of 20 per cent in the rail-and-barge rates under 
the all-rates is proposed in each of the large number of specific 
proposals set forth in Appendix B. 

The filing of the application raises questions on which the 
Commission will hear argument October 12. 


Under paragraph (e) of section 2 of the barge line act of 
1928 the Commission is directed, on application of barge lines, 
to order establishment of through routes and joint rates, and 
provision is also made for establishment of divisions. In an 
effort to save this paragraph from successful attack in the courts, 
because no provision was made for hearings before the entering 
of such orders, Congress provided in the paragraph that, on 
complaint, after the entry of the orders, the Commission might 
hold hearings. The authors of paragraph (e) of section 2 de. 
sired expeditious action with as little interference in the way 
of hearings as possible. 


The Commission has instituted Ex Parte No. 94, procedure 
under barge line act. The notice announcing this action (see 
Traffic World, Sept. 22) follows: 


The Commission is desirous of securing the views of all interested 
parties with respect to the meaning and purpose of the provisions 
of section 2 (e) of the act of May 29, 1928 (Public No. 601, 70th Con- 
gress), 45 Stat. 978, Ch. 891, amending section 3 of the Inland Water- 
ways Corporation act of June 3, 1924 (Title 49 U. S. C., sections 
151-156; 43 Stat. 360-362), and also with respect to the procedure which 
should be followed by the Commission thereunder, particularly with 
reference to the question of the extent to which public hearings are 
required. For this purpose the Commission will hear argument at 
its office in Washington on Friday, October 12, at 10 a. m. Oppor- 
tunity will be afforded for the filing within 10 days thereafter of 
printed statements covering the same subject matter. Those desir- 
ing to be heard are requested to advise the Commission on or before 
October 5, specifying the amount of time which they desire. Allot- 
ments of time will then be made. 


The War Department issued a statement announcing the 
filing of the application with the Commission. 

“In the opinion of the Secretary of War and the officials 
of the Inland Waterways Corporation the granting of this pe 
tition by the Interstate Commerce Commission will be beyond 
question the. greatest individual advance in carrying out the 
policy of Congress to promote and co-ordinate rail and water 
transportation that has ever been taken in the history of the 
corporation,” is was stated. “If the Commission grants this 
petition and establishes the routes and rates requested the 
benefits of the co-ordinated rail and water transportation 
through the operation of the Inland Waterways Corporation 
will shortly be extended to cover every state in the Union.” 


WESTERN WAGE CASE 

President Coolidge understood September 25 that there 
was a fair chance of adjustment of the controversy between 
western railroads and their conductors and trainmen, it was 
learned that day. The Board of Mediation, it was said, was in 
touch with the situation. If a settlement was not effected, it 
was expected that the President would appoint an emergency 
board as provided in section 10 of the railway labor act. It 
was understood that the President, however, had every hope 
that some adjustment might be made. 
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Legislation of 1920 Not Wholly Explored—lIt will probably 
be many years before the legislation enacted in 1920 in the 
transportation act will be wholly explored. The order issued 
by District Judge Cooper at Albany, N. Y., directing the Com- 
mission to show cause why the receivers of the Delaware and 
Northern should not be permitted to abandon the operation of 
that road (elsewhere in this issue), and sell its assets suggests 
that the law has written into every mortgage given by a railroad 
a clause that the creditors may foreclose that mortgage and 
force the abandonment of the operation of the railroad that 
has gone bankrupt only after the receiver or trustee has received 
permission from the Commission to abandon operation. A 
state could not vary the terms of an obligation in that way, it 
seems, Without violating the federal Constitution. Yet, should 
the Commission refuse permission, would that deprive a court 
of power to order the sale of the property, except on condition 
that the buyer continue its operation? Imposition of such a 
condition, probably, would make a sale impossible and deprive 
tie holder of the mortgage of his only remedy. Inasmuch as 
the foreclosing of the mortgage would be proposed only in the 
event of bankruptcy, how, it might be asked, could the Com- 
mission prevent abandonment of operation? It could not order 
an assessment on the stock for providing money for continued 
operation. A court, under the laws of some states, might order 
such an assessment on the stockholders, but ordering and col- 
lecting assessments are utterly diiferent things. Forty or fifty 
years ago stockholders in bankrupt railroads had such unpleas- 
ant experiences. Now assessable stock is practically unknown. 
A new issue carrying liability for the payment of an assessment 
would be unmarketable. Buyers of national bank stock are 
the only ones, easily recalled, who are liable to be called on 
to make good losses by assessment. States the laws of which 
provided for additional liability of stockholders, years ago, had 
to change their ways to meet the competition of states the laws 
of which said that, when a stockholder bought his share of 
stock, his liability was at an end. Their citizens who desired 
to organize companies had to go to other states and advertise 
that the stock they were offering would be fully paid when the 
buyers paid the price at which the shares were offered. The 
fees the additional liability states lost caused great sorrow 
among the officials whose duties included the issuance of cer- 
tificates of incorporation. The influence of such officials caused 
changes to be made in the corporation statutes so that the 
states that started out with double liability for stockholders 
might collect fees for certificates of incorporation as favorable 
in their terms as the states having the most “liberal” incorpora- 
tion laws. When New Jersey, years ago, made her corporation 
laws so easy to observe, the conservative states professed hor- 
ror. However, they soon got over their horror, enacted “liberal” 
laws, and collected their shares of the fees, from the good and 
bad incorporations alike. 





Cotton, Massachusetts to Alabama.—American business is so 
complex, as shown by the record in many cases before the Com- 
mission, that carrying coals to New Castle can no longer be 
regarded as the essence of things futile. This week an exam- 
iner recommended that the Commission find unreasonable the 
rates on cotton card strippings from Boston and interior New 
England points to Alabama City, Ala. How it came about that 
cotton card strippings were being shipped from New England 
to the heart of the cotton country, in 1925 and 1926, was not 
explained in the report. That it was an unusual movement was 
indicated by the examiner’s declaration that the movement from 
Alabama to New England was heavier than in the reverse 
direction, on account of which, apparently, the examiner recom- 
mended reparation to the basis of a rate ten cents higher from 
the north to the south than from the south to the north. In 
doing that he merely followed the judgment of the railroads 
which had established the rates to which he said refunds should 
be made. The movement from the north to the south, however, 
must be fairly steady, else the railroads would not have estab- 
lished the commodity rates less than the class rates. In times 
of emergency, Pittsburgh has had to bring coal from Ohio and 
West Virginia, but the movement is so sporadic that, even if 
rates had been permanently established, it is seldom made. But 
shipping cotton waste from New England to Alabama seems 
more out of the ordinary than anything else that can easily 
be recalled. ; 





Kentucky Wants to Quit Solid South.—Politically, Kentucky 
may be of the solid south or in the list of doubtful states, as the 
maker of political forecasts hopes or believes. In a rate sense, 


it might be suggested, the complaint of Kentucky, No. 21373, 
shows a desire to be taken out of the solid south and to get 
an adjustment so that it may do business within its borders and 
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between points within its borders and the territory north of the 


Ohio on a basis more nearly like the basis in C. F. A. and Illinois 
territories. It does not ask to be taken out of Southern terri- 
tory. That, probably, would be a vain request, because the 
classification and freight territories are things created by the 
railroads. The interstate commerce law gives no authority to 
the Commission to bring about, by name, changes in rafes or 
ratings by changing the boundaries in classification and rate 
territories. The Commission uses the terminology of the rail- 
roads, but an order directing the railroads to transfer Kentucky 
to Official territory probably would result in a successful chal- 
lenging of the validity of the order. But, in substance, the 
complaint of Kentucky seems to be that there are no conditions 
warranting the railroads keeping that state on the higher Dasis 
of Southern Classification territory. The state asserts that 
more than 800,000 Kentuckians have been forced to leave the 
state to obtain a living elsewhere. It will be interesting to hear 
the testimony that may be brought forward in support of that 
allegation. Testimony of that character will be novel. There 
has been testimony, memory says, about farmers leaving some 
of the states in which there seems to be a demand for farm 
relief, on account of rates and other conditions, but, so far as 
can be recalled, no state has ever alleged or tried to prove that 
it has lost population on account of a high level of rates. Ken- 
tucky excepts from the complaint goods on which the railroads 
in the south have made low commodity rates so as to enable 
them to move in competition with the rates on like goods pro- 
duced north of the Ohio. But the whole tenor of the Kentucky 
complaint is that her territory is so much like the territory of 
the states immediately north of the river that it is in violation 
of the interstate commerce act and the Constitution of the 
United States to subject her to such an adjustment, the ex- 
cessive rates making it impossible for Kentucky jobbing, whole- 
sale, and manufacturing interests to compete with their neigh- 
bors in commerce “among the several states.” 





Whose Air Is This, Any How?—A dozen or more of the big 
oil companies of the country are about ready to use explosive 
language on account of the treatment they have received, thus 
far, from the Federal Radio Commission. They have been told 
that their prima facie showing for licenses to construct and 
operate radio stations is not sufficient to warrant the commission 
in assigning channels for their work. The applications are for 
permission to erect stations for ordinary point to point com- 
munication and for permission to use portable stations in geo- 
physical work in connection with their hunt for oil. The radio is 
a real divining rod for finding oil in the gulf coast plain. That 
plain has practically no surface indications of oil. But throughout 
it salt domes or cones are thrust upward through other earth crust 
formations. They do not come to the surface, except in a few 
cases. By means of the radio they are found. Where there is 
a salt dome or cone the chances are that there will be petro- 
leum. Therefore, the problem is to find a cone or dome. They 
are denser than the surrounding material. A sound wave travels 
through a dense mass much more rapidly than through one of 
less density. Therefore, geophysicists, hunting for oil, explode 
nitro glycerine or dynamite at two points. By means of radio 
they find out how fast the tremors or sounds caused by the ex- 
plosions travel. They measure them on the surface and below 
the surface. When they find great speed they know there is a 
salt dome somewhere in the neighborhood. The radio enables 
them to do their work efficiently. But the commission is un- 
certain that such work is for the public convenience, interest, or 
necessity. Much, if not the most, of its work has been in keep- 
ing the broadcasters of cat tummy ache manifestations, some- 
times called music, out of each other’s hair. The idea of clut- 
tering up the air with waves carrying facts that will help to 
keep the wheels of industry moving, by a company seeking a 
profit, does not seem to make an instant appeal. However, 
the question of point to point communication presents a less 
appealing cause. Telephone and telegraph wires can be strung 
to oil fields and along pipe lines, though the radio would be 
cheaper. However, there are not enough bands or channels to 
accommodate all who desire to use the air. Therefore, it is 
necessary for the commission to consider what uses will con- 
tribute to the interest, necessity, and convenience of the greatest 
number. The Standard of New Jersey has obtained a license 
to communicate with its wells in Bolivia. The Firestone Planta- 
tions Company has obtained the same channel for communi- 
cating with its rubber plantations in Liberia. Those two 
companies, however, must divide their time. Newspapers de- 
siring to use the air have been compelled to combine so that 
anyone desiring to send a press message may use the channel 
assigned. Combinations of that sort, probably, will be forced 
on those hunting for salt domes, so that at 10 a. m. the Gulf 
can do some shooting for five or six minutes, then the Texas, 
then the Humble, and so on down the line until everybody has 
had a fair amount of time allotted. 





New Haven-New York Central Peace.—It is suspected that 
the settlement, for the time being, at least, of the dispute be- 
tween the New Haven and the New York Central about divisions 
on traffic moving via the Michigan Central through Canada, will 
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please a large number of shippers on both sides of the inter- 
national line. Appeal to the courts and to the Commission 
about disputes involving rates over routes crossing the line, 
many feel, are just about as good for the interests of both 
countries as smokers in a powder magazine. International busi- 
ness relations and enterprises that cross and recross the line 
between the two countries, many of those who have thought 
on the matter believe, are things that the political organizations 
of the two countries should not be allowed to handle except as 
the last and desperate resort. Laws are too inflexible, it is 
argued, to be applied to them, because they cannot be admin- 
istered with sufficient flexibility to yield to the necessities of 
business. In other words, “having the law on it” does not tend 
to make the doing of business easy and agreeable. The law has 
to remember that each country is a dominion in which it holds 
exclusive power and that, where there is a statute or a funda- 
mental law, public officials cannot ignore the fact that one is 
Canada and one is the United States. Customs laws growing 
out of the necessity for raising revenue and giving the home folks 
just a little the edge over foreigners are bad enough, but a 
situation resulting from the application of the laws pertaining to 
common carriers in a strict fashion would be infinitely worse. 
Public officials desire to act as liberally as possible, in most 
instances, but they cannot ignore the harsh corners of the law 
when it is invoked. Business men, however, are not required 
to invoke the law every time they become miffed at each other. 
—A. E. H. 


WESTERN RATE ADVANCE 


The petition of the western trunk line railroads asking the 
Commission to vacate or amend the maintenance part of out- 
standing orders and to permit the amendment of tariffs by 
blanket supplements so as to facilitate the application for in- 
creased rates (see Traffic World, Sept. 22) follows: 


Comes now E. B. Boyd, chairman of the western trunk line com- 
mittee for and on behalf of the western lines; C. W. Galligan, chair- 
man of the Illinois freight assotiation for and on behalf of the Illinois 
lines, and H. G@. Toll, chairman of the Trans-Continental Freight Bu- 
reau for and on behalf of the trans-continental lines, for themselves 
as publishing agents and respectfully requests: 

(a) That the Commission vacate or amend the orders listed in 
Appendix A and such other orders at present outstanding and in 
effect as would interfere with an increase in rates in western trunk 
line territory, Illinois freight committee territory and between other 
territories and Illinois freight committee territory and western trunk 
line territo to the extent necessary to permit an increase within 
said territories. 

That the Commission grant authority to amend existing tar- 
iffs by blanket supplement as was done in connection with Gen- 
eral Order No. 28 and Ex Parte 74, to the end that the proposed 
increases may more quickly be put into effect and the proposals of 
the carriers in their entirety placed before the Commission in a way 
that will reduce to the minimum the expense of tariff publication. 

And in support thereof represents and respectfully shows: 

1. The revenues of the western trunk lines, individually and col- 
lectively, for some years have been and now are conspicuously in- 
adequate. In 1927 those Class 1 carriers having more than 75 per 
cent of their mileage in western trunk line territory earned only 
. 3.45 = cent on their property investment, and in thé case of some of 

the larger lines the property investment accounts are less than the 
valuation placed upon the property by this Commission. Eliminat- 
ing the Union Pacific, because of the fact that it does not extend east 
of the Missouri River, and thus is not a representative western trunk 
line, and also because its accounts include earnings from system lines 
not touching western trunk line territory, it develops that the re- 
majnder of the lines in western trunk line territory having 90 per 
cent of their mileage therein earned on their property investment 
in 1927 only 2.97 per cent. In Docket 17000, part 2, the inadequate 
revenues during the period subsequent to federal control of the lines 
having the bulk of their mileage in western trunk line territory and 
inadequacy of the rates in that territory were brought to the atten- 
tion of the Commission. The situation was recognized by the Com- 
mission in Revenues in Western District, more commonly known as 
Ex Parte 87, 113, I. C. C. 3, 29, where the Commission said: | 

“* * * a study of the above table and of other evidence of 
record tends to show that rates in western trunk-line a gen- 
erally are on a materially lower level than rates in other sections of 
western territory, including the southwest.” 

. In Ex Parte 87 the western trunk lines developed the fact that 
the basis of rates requested in that proceeding does not meet the 
revenue requirements of these carriers, and that additional increases 
in rates would be required. 

3. Since the hearing in Ex Parte 87 material increases in operat- 
ing expenses have been imposed upon the carriers in western trunk 
line territory because of increased wages resulting from arbitrations 
conducted under appropriate federal legislation. The western lines 
have felt that they were and are in no position to bear increased 
expenses of this character, and have opposed them vigorously, but 
nevertheless have been required to assume additional burdens in 
this regard amounting to many millions of dollars. 

4.. Because the revenues of the lines in western trunk line terri- 
tory have been inadequate ever since these properties were returned 
to their owners after federal control, and because operating expenses 
have been increased by forces beyond the control of the carriers, 
it has become imperative that these lines without delay bring to 
the Commission constructive proposals looking toward increases in 
existing rates and revenues. he outstanding orders listed in Ap- 
pendix A, and such other orders of a similar character as may ‘exist, 
appear to be an obstacle to this program, since the filing of schedules, 
including rates and rules, contrary to the requirements of said orders 
could be regarded as a violation of the act. In these circumstances, 
it seems necessary that the Commission vacate or amend these out- 
standing orders in such a manner as to prevent their operating to 
interfere with the carriers’ lawfully publishing increases in existing 
rates. There is ample authority for such action, since this was the 
procedure adopted by the Commission in connection with General Or- 
der 28 and Ex Parte 74. 

This would in no way prejudice the rights of the public or the 
interests of shippers, since the Commission under its power of sus- 
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pension and investigation can, in appropriate cases, require justi 
cation of the increased rates before they become effective a. 
authority should be granted not only for account of the western is 
lines but for all lines since where there will be an increase on 
tain specific commodities in cents per 100 pounds there must Pap 
similar increase interterritorially, and where rates are increaseg 9. 
a percentage basis it is necessary in many instances to iner on 
interterritorial rates relatively with the increase within Illinois frelgns 
committee territory and western trunk line territory to the eng that 
commercial relationships may be maintained as near as may be, Tha 
the Commission has recognized the propriety of such changes i, 
indicated by the fact that these authorities were granted to the 
— lines in connection with the 15 per cent increase in that 
erritory. 

There is an urgent need that the Commission permit the pro- 
posals of the lines to be presented to it in the form of blanket 
supplements to existing tariffs, and the Commission has Permitted 
this to be done under similar circumstances. Where an emergency 
exists, as here, proposals for increased rates should reach the Com. 
mission without delay. The increased rates should take effect as 
early as conditions may warrant, and the entire proposal of the car. 
riers should be submitted in a manner that will result in the expengj. 
ture of the least time and money. 

Wherefore, your petitioner respectfully prays that 

(a) The Commission vacate or amend the orders listed in Ap- 
pendix A and such other orders at present in effect as would inter- 
fere with an increase in rates in western trunk line territory, Illinois 
freight committee territory and between other territories and Illinois 
freight committee territory and western trunk line territory to the 
extent necessary to permit an increase within said territories, 

. .(b). The Commission grant authority to amend existing tariffs 
by blanket supplements as was done in connection with General Order 
No. 28 and Ex Parte 74, to the end that the proposed increases may 
more quickly be put into effect and the proposals of the carriers jn 
their entirety placed before the Commission in a way that will reduce 
to the minimum the expense of tariff a 

(c) The Commission grant the petitioner such other and further 
relief as may seem to it proper = = premises. 

enda 

Copies of this petition have been served on the complainants in 
the cases listed herein. 

Upon receipt of the authorizations requested in this petition the 
western trunk lines will in accordance with their usual practice 
docket the specific proposals and hold public hearings thereon where 
desired. It is not considered advisable or helpful to submit in this 
petition any specific proposals, as present intentions may be -some- 
what modified by the information developed at the public hearings, 

Opposition of shippers and shipper organizations, both to the 
method and the substance of the petition of the Western Trunk 
Line carriers looking to an advance in their rates, began being 
voiced the latter part of this week in telegrams and letters. 
Generally speaking, protestants objected to the request for the 
vacation of the maintenance part of outstanding orders as being 
unprecedented in that the vacation was asked as a condition 
precedent to the filing of tariffs. It was pointed out that, in Gen- 
eral Order No. 28 and Ex Parte 74, the outstanding orders were 
vacated when the Commission came to the conclusion that ad- 
vances were warranted. 

Among those objecting are the Corporation Commission of 
Oklahoma, Southern Pine Association, St. Louis Chamber of 
Commerce, White Eagle and Empire Oil Companies, Omaha 
Chamber of Commerce, Iola Cement Mills Traffic Association, 
California White and Sugar Pine Manufacturers’ Association, 
West Coast Lumbermen’s Association, and the Iowa Commission. 

The Commission has not yet begun consideration of the 
matter even to the extent of giving it a name or number. 


CONSTRUCTIVE STATIONS, ETC. 


The New York Central, in its brief in No. 19715, constructive 
and off-track railroad freight stations on Manhattan Island, and 
I. and S. No. 3100, constructive stations and trucking in lieu 
of lighterage in New York City and vicinity, says that, so far 
as it is concerned, the issues involved are whether a tariff of 
that company which proposes to restrict its optional service of 
trucking in lieu of lighterage in certain particulars shall be 
permitted to become effective and whether the existing practice 
of the company, referred to throughout the hearing as trucking 
in lieu of lighterage, is in any respect illegal. 

The legal proposition, says the New York Central, may be 
considered in the light of the question whether or not it would 
be legal for the New York Central, after effecting lighterage 
delivery to the pier, to load the freight on a truck at the pier 
under appropriate tariff provisions. 

“If the carrier may legally do this,” it says, “it would appear 
to follow without further argument that it may effect the same 
result by loading the traffic on a truck at the railroad and trans 
porting it to the pier at its own expense. We think there cal 
be no doubt of the right of the carrier in effecting a delivery 
by lighter to take the further step of loading the traffic on 4 
truck at the pier if it sees fit to do so and if it makes appro 
priate provision in its tariff.” 

Both classes of tariffs, those relating to trucking in lieu of 
lighterage, and those establishing constructive stations, provide 
for services which thé carriers are not legally obligated to per 
form, says the New York Central, and, “that being so, we cal 
see no reason why the tariffs may not be permitted to be with 
drawn.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber 10 
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COTTONSEED TRANSIT 


The Commission, by division 3, in I. and S. No. 3035, cot- 
tonseed, carloads, from Louisiana Railway & Navigation Com- 
pany stations to Shreveport and Bossier City, La., has con- 
demned the proposed increased rates on the commodity 
mentioned, shipped from points on the L. R. & N. to Shreveport 
and Bossier City, from stations on the Yazoo & Mississippi 
Valley, formerly the Alabama and Vicksburg, in Mississippi, to 
destinations on the Yazoo & Mississippi Valley, formerly the 
Vicksburg, Shreveport & Pacific, in Louisiana, and from stations 
on the Yazoo & Mississippi Valley, formerly the V. S. & P., in 
louisiana, to destinations on the Yazoo & Mississippi Valley, 
formerly the Alabama and Vicksburg, in Mississippi. The sus- 
pended schedules have been ordered to be canceled and the 
proceeding discontinued. 

Before the Yazoo & Mississippi Valley acquired the Vicks- 
burg, Shreveport & Pacific and the Alabama and Vicksburg, 
those roads, operated as a system, maintained transit arrange- 
ments intended to confine to the rails as long as possible, cot- 
tonseed moving into the transit points. They refunded 50 
cents a ton on the inbound charges if 60 per cent of the out- 
bound movement was over their rails. 

The L. R. & N., the report said, for many years main- 
tained a tariff provision under which a refund was made equal 
to 10 per cent of the rates into Shreveport and Bossier City 
when 50 per cent of the seed shipped out over its rails to New 
Orleans, for export, or to interstate points beyond. 

According to the report the Yazoo & Mississippi Valley 
proposed to abolish the transit arrangement because no ar- 
rangement of that sort was in effect at any other point on the 
Illinois Central system and that its continuance at Jackson, 
Miss., gave the millers at that point an advantage over millers 
at other points on the Illinois Central system. It also said 
that one effect was to give some of the outbound seed to con- 
nections to haul to points that could be reached by Illinois 
Central lines, because the intent of the arrangement was to 
keep the seed on the rails of the V. S. & P. or A. & V., while 
now the interest is to have the outbound seed routed so as to 
give the Illinois Central system the benefit of the traffic. 

The only justification offered by the L. R. & N., the report 
said, was that the arrangement had not been used to any ap- 
preciable extent since the establishment of the basis of inter- 
state rates prescribed in No. 14150, Oklahoma Corporation Com- 
mission vs. A. & S., 98 I. C. C. 183, from and to the points 
concerned. ’ 

“The adjustment here sought to be canceled,” says the re- 
port, “has been in effect for many years, business interests have 
been builded up thereunder, and if the schedules under sus- 
pension are permitted to become effective, the resulting rates 
will materially and inopportunely increase the transportation 
costs on this commodity.” 


PORT COAL CHARGES 


The Commission, by division.2, has dismissed No. 14877, 

Southern Transportation Co. et al. vs. Norfolk & Western et al., 
a case relating to port and wharfage charges on bunker coal 
at Hampton Roads ports. It was on further hearing. The former 
report is in 101 I. C. C. 211. 
_ In a report written by Commissioner Farrell, the Commis- 
sion found not unreasonable a port or wharfage charge of $11, 
exacted by the defendants from the operators of vessels en- 
gaged in coastwise service, for the transfer of bunker coal from 
cars to vessels. It further found that a port or wharfage charge 
of $30, exacted by the. railroads from the operators of vessels 
in foreign commerce, for the transfer of bunker coal from the 
cars to the vessels had not been shown to be unreasonable. 
_. The railroads assessed these charges without having pub- 
lished them in their tariffs. The complainants, therefore, al- 
leged that section 6 and other parts of the interstate commerce 
act had been violated in addition to the charges being unrea- 
sonable under section 1. They demanded reparation. 

In disposing of that phase of the case, Mr. Farrell said that 
Proving simply that charges for transportation or services con- 
nected therewith, not published or filed in accordance with 
the requirements of section 6, had been collected from a com- 
Plainant by a common carrier subject to the interstate com- 
merce act was not equivalent to proving that the complainant 
was entitled to reparation. 

In the prior report fhe Commission, according to Mr. Farrell, 
disposed of all the matters presented except the port or whartf- 
age charges exacted by the railroads in connection with the 
transfer of bunker coal. Concerning the charges for such trans- 
fer the Commission said the defendants should publish their 
charges in the future. It added that what charge, if any, might 
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reasonably be made, had to be left for consideration after further 


hearing limited to that subject. The examiner recommended 
that the port or wharfage charges be found not unreasonable 
and that reparation be denied. 

The railroads, at the first hearing, contended that the 
charges were not such as the law required them to publish. 
The Commission, however, as hereinbefore indicated, held against 
them and said they should publish the charges. 

The charges for transferring coal to bunkers are much 
higher than those for delivering coal into the holds of ships 
to be carried as cargo. They are higher, according to the rail- 
roads, because a more expensive service is performed. Most 
of the discussion was about the $11 charge, Mr. Farrell pointing 
out that the $30 charge was not paid by any of the complainants, 
inasmuch as they were either tugs or vessels engaged in the 
coastwise trade. 

Summing up a discussion as to time and expense, Mr. Farrell 
said that the time consumed in the transfer and delivery of coal 
at piers varied materially as between different types of vessels, 
but that the average time per ton, regardless of the type of 
vessel, pertaining to the transfer and delivery of bunker coal 
greatly exceeded the average time per ton pertaining to the 
transfer and delivery of cargo coal. He said that upon the 
record the Commission found that the $11 charge was not, had 
not and would not be unreasonable. He said the Commission 
further found that the $30 charge had not been shown to be 
unreasonable. 

As to the demand for reparation because the charges had 
not been published, Mr. Farrell pointed out that in Memphis 
Freight Bureau vs. Kansas City Southern, 17 I. C. C. 90, the 
Commission said that where a transportation service had been 
rendered for which no tariff authority whatever existed at the 
time, it had jurisdiction to inquire what would have been a 
reasonable charge for the carrier to have collected and to order 
the repayment of whatever the carrier had collected over and 
above such reasonable charge. But the complainants said that 
no allegation of a violation of section 6 was made in the Mem- 
phis Freight Bureau case, while such an allegation was made 
in this one. 

After stating the parts of the interstate commerce act re- 
quiring carriers to file their charges and forbidding them to 
carry unless and until they have filed their charges and the 
part of the act saying under what conditions reparation shall 
be awarded, Mr. Farrell laid down what may be regarded as a 
summing up of the rule about reparation pertaining to a situa- 
tion such as this. Said he: 


It will be seen that our duty to award reparation to a com- 
plainant depends upon whether we conclude that the complainant is 
entitled to reparation, and it will also be observed that, properly, 
we can not reach such a conclusion unless we find that the com- 
plainant has been damaged by some violation of the act committed 
by a common carrier. The record in this case does not show that 
damages were suffered by any of the complainants by reason of the 
fact that the port or wharfage charges collected from them A the 
defendants had not been at the time of such collection published 
and filed in accordance with the requirements of section 6 of the 
act. As above stated, we have found that, by their failure to pub- 
lish and file the charges, the defendants violated section 6 of the act, 
but it is apparent that the complainants were not injured by this 
violation, because the amounts collected from them would not have 
been changed in any way by such publication and filing. In other 
words, proving simply that charges for transportation or services con- 
nected therewith, not published or filed in accordance with the re- 
quirements of section 6 of the interstate commerce act, have been 
collected from a complainant by a common carrier subject to the act 
is os equivalent to proving that the complainant is entitled to rep- 
aration. 


RATE ON LINSEED OIL 


The Commission, by division 3, with Chairman Campbell 
dissenting, has dismissed the complaint in No. 18946, Peaslee- 
Gaulbert Company of Georgia et al. vs. Atlanta & West Point 
et al., on a finding that a combination rate of 114 cents, com- 
posed of a commodity rate of 35 cents, minimum tank capacity 
and 26,000 pounds when in barrels, from Minneapolis to the 
Ohio River, and a fifth-class rate of 79 cents, minimum tank 
capacity and 30,000 pounds when in barrels, beyond, on lin- 
seed oil, in carloads, from Minneapolis, Minn., to Atlanta, Ga., 
was not unreasonable and that the present rate is not unrea- 
sonable. The finding is without prejudice to the conclusions 
that may be reached in Part 8 of No. 17000, a comprehensive in- 
vestigation of vegetable-oil rates, now pending, according to 
the report. The present combination is 103 cents. Complain- 
ants sought a through rate of 76 cents. It was pointed out that 
the through rate on vegetable oils from Minneapolis to Atlanta 
was 80.5 cents. 

The Commission said complainant would have it extend 
into southern territory a rate basis on linseed oil substantially 
similar to that which it refused to extend into central territory 
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in Fredonia Linseed Oil Works Company vs. A. T. & S. F., 123 
I. C. C. 153. It said the record justified no such action, and 
that, on the other hand, defendants had shown that the rates 
assailed compared favorably with rates from important ship- 
ping points in central territory and from Fredonia, Kan., to 
representative southern destinations. In his dissent, Chairman 
Campbell said: 


In several well-considered cases the Commission has used the 
contemporaneous rates on linseed or other vegetable oils as the 
measure of reasonable rates on linseed oil. I have been referred to 
no case in which we have declined to do so. It seems to me, there- 
fore, that it should be considered as the settled view of the Com- 
mission that rates on linseed oil must not exceed contemporaneous 
maximum rates on vegetable oils. The transportation characteristics 
of all of these oils are practically identical, and that view seems to 
me to be sound. Defendants made no attempt here to show that 
the contemporaneous rate on vegetable oils is depressed. Accordingly 
the rate on linseed oil should be found to have been unreasonable 
to the extent that it exceeded or may exceed the contemporaneous 
rate ol —_—— oils, and complainants are entitled to reparation on 
that sis. 


CEMENT ORDER MODIFIED 


The Commission, by division 1, has modified its order of 
July 13, in No. 16845, Iola Cement Mills Traffic Association et al. 
vs. Alabama & Vicksburg et al., so as to limit the application 
of the rates therein prescribed, in Mississippi and Tennessee, to 
points on and west of the line of the Louisville & Nashville 
through Franklin, Ky., Nashville, Lewisburg and Delrose, Tenn., 
plus an arbitrary of 4.5 cents to local points on the Missouri & 
North Arkansas over rates made in accordance with the scale 
shown in appendix A applied in accordance with the formula 
shown in appendix B. 

Two orders were issued. The first limits the application 
of the rates to western Tennessee and a small part of Mississippi. 
It provides for the observance of the 4.5-cent arbitrary for the 
Missouri & North Arkansas. The second makes provision for 
that short line arbitrary without reference to the area of ap- 
plication of the rates. Both require rates to be published not 
later than November 30. 

Appropriate relief from the fourth section is provided in 
second and third supplements to fourth section order No. 9869. 
The orders cover all the cases joined with the title case for 
hearing and disposition. 


LOREE DIRECTORSHIP CASE 


With practically no comment on the facts as developed at 
the hearing in the proceeding, the Commission, in its report in 
finance No. 1975 (Sub. 2), in which it held that Leonor F. Loree 
should not be permitted to continue to hold the position of direc- 
tor of the Missouri-Kansas-Texas Railroad Company, recited 
what the testimony showed and then said: 


In the light of the above facts, we are unable to find that the 
holding by Loree of the position of director of the Missouri-Kansas- 
Texas while continuing to act as director of the Kansas City Southern 
would not adversely affect public or private interests. 


On April 11, 1925, according to the report, division 4 of the 
Commission entered an order authorizing Mr. Loree to hold, 
until the further order of the Commission, in addition to other 
railroad positions, the positions of director of the Missouri- 
Kansas-Texas and of the Kansas City Southern. By order of 
June 22, 1928, the proceeding was reopened and assigned for 
hearing on June 29, 1928, upon the question as to whether the 
order entered on April 11, 1925, should be vacated and set 
aside and the application denied. Mr. Loree questioned the 
jurisdiction of the Commission to revoke and set aside the order 
or to limit the grant of authority “until the further order of 
this Commission.” The Commission said it was of opinion that 
it had jurisdiction. 

At the time Mr. Loree filed his application for authority to 
serve as director of the Missouri-Kansas-Texas, according to 
the report, he was chairman of the board of directors of the 
Kansas City Southern and the latter had acquired 250,000 shares 
of the capital stock of M-K-T. The desire of the owner of this 
large stock interest to be represented on the board of directors 
of the M-K-T was, of course, said the Commission, a factor which 
was before division 4 for consideration upon the Loree appli- 
cation, as was the fact “that there appeared to be competition 
between those carriers pafticularly on traffic moving between 
Kansas City, Mo., and points in Texas.” 

The part of the report dealing with stock transactions of 
the Kansas City Southern and of Mr. Loree personally follows: 


The testimony shows that following the passage of the trans- 
portation act in 1920, the officers and directors of the Kansas City 
Southern commenced a study of traffic relations in the southwest 
and of the possibilities of consolidations, and a special committee 
was appointed to consider the matter, with Loree as chairman. The 
conclusion was reached that the Kansas City Southern should con- 
sider the acquisition of control of other roads to be grouped into a 
system with the Kansas City Southern. About the middle of October, 
1924, an attempt was made to acquire stock of the St. Louis-San- 
Francisco Railway Company in the open market, but after acquiring 
1,400 shares the price advanced so rapidly that the idea was abandoned 
and the stock so acquired was sold during the latter part of the same 
month at a profit of $11,786.50. Also in October, 1924, Otto Kahn, 
of Kuhn, Loeb & Company, advised Loree that that firm and some 
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of his associates were buying Missouri-Kansas-Texas stock ang 

him if he desired to take an interest with them. Loree acquie 
and on November 6, 1924, there were purchased for him 11,950 chee 
of common stock at $19.68 per share, costing $235,176. On Novembe. 
7, 1924, there were purchased for him 2,050 shares of common stock 
at $21.25 per share, costing $43,562.50, making the total cost includ 
ing brokerage commissions and interest, $285,872.14. Loree testifieq that 
these purchases were made in the usual way without a specifi 
order from him and without the deposit of any margin; that he 
never puts up margin for anything he buys; that the brokers some- 
times carry such purchases for him and he sometimes pays for th 
stock and takes it up, and that in such transactions he invests his 
credit, which the brokers consider the same as cash. In this in. 
stance the stock was carried oy the brokers until sold. 

About November 10, 1924, hn informed Loree that he had been 
approached by Swartwout & Appenzellar, a brokerage firm in New 
York, with an offer of sale of that firm’s holdings of Missouri-Ka,. 
sas-Texas stock, and asked Loree whether the Kansas City Southern 
desired to buy it. Loree presented the matter to the special com. 
mittee, which decided to acquire the stock. On November 11 it pur. 
chased 25,000 shares firm and took options on 17,600 shares for de. 
livery on November 25, and 50,000 shares for delivery on December 5, 
Kuhn, Loeb & Company received a commission of 50 cents per share 
on this stock. Following this action by the special committee, Loree 
notified Kahn that he did not want any more Missouri-Kansas-Te 
stock purchased for him, and requested that the stock theretofore 
purchased for him be sold as soon as these Kansas City Southern pur. 
chases were completed. 

The record shows that the 17,600 shares under option from 
Swartwout & Appenzellar were delivered on November 26, 1924. On 
November 25, 1924, Kuhn, Loeb & Company also sold to Kansas 
City Southern 50,000 shares, which stock was apparently owned by 
themselves and not included in the Swartwout & Appenzellar options, 
On December 5 the Kansas City Southern took delivery of the 
remaining 50,000 shares of the Swartwout & Appenzellar stock. 
Meanwhile there had been purchased in the market through two 
stock exchange firms a total of 19,600 shares, all of which were de- 
livered to Kansas City Southern on November 20, 1924. Consequently 
on December 5, 1924, the Kansas City Southern held 162,200 shares 
of Missouri, Kansas & Texas common stock. Of this amount there had 
been purchased at private sale and by options all but $19,600 shares, 
The purchases of stock made in the open market, delivery of which 
was taken on November 20, 1924, showed prices ranging from $23.50 
per share to $25 per share. 

In accord with Loree’s instructions to Kuhn, Loeb & Company 
to sell his stock when these purchases were completed, on December 
3, 1924, 4,000 shares of Loree’s stock were disposed of at $28.06 per 
share, and the remainder was sold as follows for January delivery 
at seller’s option: December 5, 1924, 2,000 shares at $32.375 per share; 
December 6, 1924, 6,000 shares at $32.25 per share, and December 8, 
1924, 2,000 shares at $31.375 per share. The net profit to Loree on 
this transaction was $144,708. 

Following exercise of the options to purchase Swartwout & 
Appenzellar stock, and the purchase of the 50,000 shares from Kuhn, 
Loeb & Company, together with the 19,600 shares purchased in the 
open market, no further purchases were made by Kansas City South- 
ern of Missouri-Kansas-Texas stock between December 5, 1924, and 
January 26, 1925. Between January 26, 1925, and February 17, 1926, 
the Kansas City Southern acquired 87,800 shares of Missouri-Kansas- 
Texas stock in the market; so that as of the latter date it held 2650,- 
000 shares which had been acquired at prices ranging from $23.50 to 
$38.50 per share. This stock was purchased through Kuhn, Loeb 
& Company, Boissevain & Company, Post & Flagg, and Ladenbursg, 
Thalmann & Company. The record shows that no more stock was 
purchased until August 19, 1925, but meanwhile, on April 10, 1926, 
Loree had been elected to the board of directors of the Missouri- 
Kansas-Texas and was authorized to hold that position by our 
order of April 11, 1925, referred to above. Following his election 
as a director, Eoree was elected chairman of the board. Between 
August 19, 1925, and October 15, 1925, the Kansas a Southern 
purchased 100,000 shares additional of Missouri-Kansas-Texas stock 
at prices ranging from $40 to $43 per share, making its total holdings 
350,000 shares. The purchase price of this stock was $11,381,550 and 
brokerage commissions amounted to $84,467.50, making the total cost 
of $11,466,017.50. The average price per share was approximately 
$32.76. 

On October 14, 1925, the Kansas City Southern purchased from 
the Chicago, Rock Island & Pacific Railway Company 134,880 shares 
of preferred and 19,288 shares of common stock of the St. Louis 
Southwestern Railway Company, paying $92 _ share for the former 
and $60 per share for the latter. On November 10, 1925, the Kansas 
City Southern purchased in. the open market through Ladenburg, 
Thalmann & Company 100 shares of preferred at $73.50 per share, 
20 shares of preferred at $73.625 per share, 700 shares of common 
at $53.50 per share, and 12 shares of common at $53.625 per share. 
Upon completion of these latter purchases, the Kansas City South- 
ern held 135,000 shares of preferred and 20,000 shares of common 
stock of the St. Louis Southwestern, the total cost including com- 
missions on the stock bought in the market, being $13,613,301.60. 
Subsequently all of this stock was sold at cost to the Missouri- 
Kansas-Texas, subject to our approval, that company paying $7,000,000 
in cash and giving notes for the balance. The stock is now held 
in escrow by the Central Union Trust Company of New York under 
an escrow agreement dated July 23, 1926, and a supplemental escrow 
agreement dated November 18, 1927. The record shows that the 
agreement between the Kansas City Southern and the Missouri- 
Kansas-Texas provides that in the event the latter company fails 
to pay the balance of the purchase price within 90 days after our 
approval of the transaction, the $7,000,000 which it paid shall be 
forfeited to the Kansas City Southern and all of the stock shall revert 
to the latter company. It appears extremely doubtful that such @ 
penalty clause would have been approved by any board of directors 
of the Missouri-Kansas-Texas uninfluenced by the Kansas Ci 
Southern. 


After the purchase of the St. Louis Southwestern stock by the 
Kansas City Southern, consideration was given to various plans | 
financing the purchase, one of which contemplated the distribution © 
the burden among the three companies involved, and was designat 
the triangular plan. At the hearing in Proposed Unification of South- 
western Lines (124 I. C. C. 401) Loree testified that the president 
of the St. Louis Southwestern, Daniel Upthegrove, had advised that 
he thought his company would be willing to purchase 100,000 shares 0 
Missouri-Kansas-Texas stock, and arrangements to do so were made. 
At the hearing in the present case Loree testified that Upthegrove 
came to him one day and said that his company had about $4,000,00 
in cash in its treasury for which it had no immediate use, and sus- 
gested that the money be used to purchase 100,000 shares of Mis- 
souri-Kansas-Texas stock. Following the purchase of this stock 4 
the St. Louis Southwestern, counsel reached the conclusion tha’ 
the law did not permit several companies to control a company, an 
that the triangular plan was not tenable, whereupon pthegrove 
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ed the Kansas City Southern whether it would take over the 
wy 900 shares of Missouri-Kansas-Texas stock which his company 
100 pought. Following negotiations arrangements were made to take 
had the stock as of a date six months after our findings in the 
ovet nwestern case. The average price paid for this stock by the 
SOU puis Southwestern was $44.80 per share. 
a Under date of October 30, 1925, Loree filed with us an applica- 
for authority to hold the position of director of the St. Louis 
thwestern. On June 9, 1927, following our decision in the South- 
ee arn case, Loree requested that this application be withdrawn. 
Lea) July 24, 1926, the Kansas City Southern filed an application 
der paragraph (2) of section 5 of the interstate commerce act 
ng ority to acquire control of the Missouri-Kansas-Texas by 
{or hase of capital stock, and on the same date the latter carrier 
hed a similar application for authority to acquire control of the St. 
uis Southwestern in the same manner. By our report and order 
La sed Unification of Southwestern Lines, supra, dated May 3, 
997, we found that the proposed acquisitions of control would not 
1 in the public interest and the — were denied. Following 
poy action, Upthegrove asked the Kansas City Southern whether it 
vould take over the 100,000 shares of Missouri-Kansas-Texas stock 
wich were held by the St. Louis Southwestern. Loree testified that 
vile the Kansas City Southern felt that it was not legally or morally 
rhligated to take over this stock, business considerations appeared 
tp make such action advisable. Anticipating the tender of the stock, 
the Kansas City Southern commenced selling it in the market through 
enburg, Thalmann & Company and before November 1, 1927, when 
the stock was delivered, it had sold 61,400 shares. The remaining 
98,600 shares subsequently were transferred, together with 19,100 
shares of the stock held by the Kansas City Southern, to the Cuth- 
bert Corporation, which had assumed the obligation of the Kansas 
City Southern to take over the stock held by the St. Louis South- 
western. The St. Louis Southwestern received for its stock the 
amount which it had paid for it, plus interest at the rate of 4% per 
cent per annum. In view of the fact that on June 20, 1927, when 
the Kansas City Southern commenced selling the 61,400 shares men- 
tioned above the highest price was $56.375 per share, and the lowest 
rice received for any of that block up to October 20, 1927, was $45.50 
a share, it is not apparent why Upthegrove should have sought 
fre aid of the Kansas City Southern; neither does the record show 
just what “business considerations’? prompted the Kansas City South- 
ern to take the action described by Loree. In any event, Loree testi- 
fed in the Southwestern case that the Kansas City Southern was 
obligated to acquire this stock from the St. Louis Southwestern within 
six months after our decision in that case. The sale of the 57,700 
shares to the Cuthbert Corporation through Ladenburg, Thalmann & 
Company commenced on December 5, 1927, and ended on January 27, 
1998, the highest price per share received being $44.50 and the lowest 
price $38.375. The identity of the Cuthbert Corporation is not shown 


of record. 


The report then recites that on February 14, 1928, in No. 
20672, the Commission issued a complaint against the Kansas 
City Southern, alleging that the ownership by that company 
of large portions of the stock of the M-K-T and the St. Louis 
Southwestern constituted a violation of section 7 of the Clayton 
act. The report shows that later the Kansas City Southern 
divested itself of its holdings of M-K-T stock. The record 
showed, however, said the Commission, that Mr. Loree, as chair- 
man of the board of directors of the Kansas City Southern, 
advised the holders of the common stock of that company that 
they should have the right to purchase from the bankers that 
bought a certain part of the M-K-T stock 96-100 share of M-K-T 
common for each share of Kansas City Southern common held, 
at the price of $33 a share, on or before June 25, 1928. On 
March 27, 1928 it is pointed out, the M-K-T filed an application 
for authority to acquire control of the Kansas City Southern 
and/or the St. Louis Southwestern by purchase of capital stock 
and that the application is now pending before the Commission. 
This application embodies the revised Loree southwestern unifi- 
cation plan. 

The report reviewed briefly contentions of R. C. Duff, presi- 
dent and principal owner of the Waco, Beaumont, Trinity & 
Sabine Railway Company, intervener, who alleged that his pri- 
vate interests were affected by the retention by Loree of his 
membership on the board of the M-K-T. The Commission said 
that in its decision on the original Loree merger application it 
had stated, among other things, that the M-K-T competed with 
the Kansas City Southern for traffic moving from or through 
Kansas City to the Gulf for export and on imports coming tnrough 
the Gulf ports to and beyond Kansas City, and that there was 
competition as to other traffic. 


“I concur in the result, but regard the discussion of Mr. 
Loree’s stock transactions as irrelevant and unnecessary,” said 
Commissioner Aitchison. 

“I concur in the principle underlying the majority report,” 
said Commissioner Porter. “But, in view of the pendency of 
the cases involving the unification of these lines, 1 believe the 
decision should have been postponed and this case determined 
with those.” 

Commissioner Brainerd, dissenting, said: 


I assume that the showing made on April 11, 1925, fully justi- 
fled the finding and order then made by division 4 that neither 
public nor private interests would be adversely affected by Mr. 
Loree’s holding the position of director of the several carriers 
therein named. What is it, if anything, that has happened since 
which now requires the withdrawal of authority once given to 
Mr. Loree to hold the position of director of the Missouri-Kansas- 
Texas Railroad Company is not made clear in the majority’s re- 
Port. The facts recited are.addressed largely to the efforts made 
and now being made by the Missouri-Kansas-Texas Railroad 
Company, the Kansas City Southern Railway Company and the 
St. Louis Southwestern Railway Company to unify the control of 
their properties under the provisions of paragraph (2) of section 
5 of the act as proposed in the two applications now pending 
before us. Our action herein, it seems to me, tends to prejudge 
the issues presented by said applications and those in the pro- 
ceedings under the Clayton act mentioned in the majority’s opinion. 
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CENTRAL INDIANA PLAN 


The Commission, by division 4, in finance No. 5232, aban- 
donment of lines by Central Indiana, upon further hearing, has 
approved the plan of the Big Four and the Panhandle for ac- 
quiring parts of the Central Indiana, the continued operation of 
those parts and the abandonment of other parts of the line. 
They own a controlling stock interest in the Central Indiana. 

In the original report, 124 I. C. C. 264, the Commission 
authorized the Central Indiana to abandon its lines upon the 
usual condition, namely, that within six months from the date 
of the certificate, the applicant sell the lines or any portions 
thereof, to any person or persons desiring to buy for continued 
operation, at not less than the fair salvage value. 

The Central Indiana received two bids, but rejected them. 
After the expiration of the six months’ period the proprietary 
roads came forward with a plan for buying that part of the rail- 
road between Anderson and Lebanon, Ind., for $500,000, subject 
to the Commission’s authorization. They came to the conclu- 
sion, according to the report, that it would be more practicable 
for the applicant to continue to operate that part of its prop- 
erties and abandon the remainder of the lines west of Lebanon, 
Ind., and east of Anderson, Ind. The Big Four proposed, in 
the plan submitted, to buy undeveloped lands and certain tracks 
of the Central Indiana in Muncie, Ind. 

The application to abandon, upon which the Commission 
acted in this supplemental report, asked for a modification of 
the original certificate so as to permit continued operation be- 
tween Anderson and Lebanon, 42.6 miles; the sale of lands and 
tracks to the Big Four and the abandonment of the line between 
Muncie and Anderson, 18.8 miles; between Lebanon and Wave- 
land Junction, 34.6 miles; and between Sand Creek and Brazil, 
21.69 miles. 

The Commission said it was persuaded that the proposal 
submitted presented a practical solution of the problem of what 
to do with a property that entailed losses upon the proprietary 
companies, in such wise as at least to reduce the burden upon 
interstate commerce as a result of the applicant’s operations 
and, at the same time, to preserve transportation service to the 
major portion of the public served by the Central Indiana. It 
has therefore modified its original order and issued a new cer- 
tificate to be effective 30 days from its date. 


D. & R. G. W. ABANDONMENT 


In finance No. 6644, abandonment of branch line by Denver 
& Rio Grande Western, the Commission, by division 4, has au- 
thorized the Denver & Rio Grande Western to abandon its 
Floresta branch, a narrow-gauge line, in Gunnison county, Colo., 
extending from Crested Butte to Floresta, a distance of about 
10 miles. The Colorado commission held the hearing for the 
Commission and entered an order authorizing the abandonment 
of the branch as to intrastate commerce from and after August 
1, 1929. The Commission made the effective date of its order 
the same. The effective date was postponed to allow time for 
the removal of sawmill machinery, timber now cut, merchandise 
and live stock from points on the branch, and to permit inves- 
tigations as to the prospective mining of the “bog iron” ore. 





AUTOMATIC TRAIN CONTROL 


In four reports in No. 13413, in the matter of automatic train 
control devices, the Commission, by division 6, has found in- 
stallations of automatic train-stop devices to meet the require- 
ments of its specifications and order, with exceptions, and has 
prescribed requirements in respect of certain apparatus with 
which the carriers are expected promptly to comply, in the 
following sub numbers: 


Sub. No. 28-2. Installations on portions of Philadelphia and Middle 
divisions of the Pennsylvania Railroad. Total cost of installations as 
reported by carrier, $1,419,689.29. 

Sub. No. 40. Installation on West Jersey & Seashore Railroad, op- 
erated as the Atlantic division of the Pennsylvania Railroad. Total 
cost of installation as reported by carrier, $900,202.88. 

Sub. No. 41. Installation on Columbus division and part of the 
Indianapolis division of the Pittsburgh, Cincinnati, Chicago & St. Louis 
Railway, now part of the Pennsylvania Railroad. Total cost of in- 
stallation as reported by carrier, $2,329,227.13. 

Sub. No. 41-2. Installation on Panhandle division of the Pitts- 
burgh, Cincinnati, Chicago & St. Louis Railway. Total cost of instal- 
lation as reported by carrier, $3,137,043.91. 


FINANCE APPLICATIONS 


_ Finance No. 7127. St. Louis Electric Terminal Railway Co. and 
Illinois Terminal Co. ask authority to construct a new line of rail- 
road within St. Louis, Mo., from McKinley Bridge to corner of 
Twelfth Street and Washington Avenue, approximately 2.6 miles, 
which will be in partial substitution for and enlargement of the 
present tracks and existing facilities of the St. Louis Electric Term- 
inal. The present and future public convenience and necessity re- 
quire the construction, according to the application, because of the 
gradual evolution of the electric terminal company from that of a 
predominantly passenger carrying line to that of a freight and pas- 
senger railroad, and because of the necessity of furnishing freight serv- 
ices to industries and of the necessity for facilitating the movement of 
traffic in the area involved. 

Finance No. 7128. Tampa Northern Railroad Co. asks authority 
to execute an improvement and extension mortgage and to issue 
in reimbursement of — expenditures not heretofore capitalized 
$500,000 of 6 per cent 25-year improvement and extension mortgage 
gold bonds and to sell the bonds to the Seaboard Air Line Railway Co. 
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at the principal amount thereof and to use the proceeds to reim- 
burse the Seaboard for advances. 


Finance No. 4966. Eastern Kentucky Railway Co., and re- 
cevier, ask for reopening of this docket and granting of its ap- 
plication for guthorttl, to abandon its remaining line between 
Grayson and Webbville, Ky., as to interstate and foreign com- 
merce. 

Finance No. 7043. Graham County Railroad Co. in amended 
application asks authority to recall stock issued in violation of 
section 20-a of the act and to issue new stock in lieu thereef. 

Finance No. 7129. The New York Central Railroad Co. and 
the New York, oa & St. Louis Railroad Co. ask for order 
approving and authorizing acquisition by them of joint control 
of the Lake Erie & Fort Wayne Railroad Co. 
of capital stock. The Lake Erie & Fort Wayne is a owioning 
railroad in Fort Wayne, Ind. Applicants state that the Wabas 
is seeking authority to acquire sole control of the line, and that 
such control would not be in the public interest. They say they 
are willing that provision be made for participation in the joint 
control, hereby proposed, by the Wabash and/or by some com- 
pany of the Pennsylvania system. They also suggest, as an alter- 
native, acquisition of control by the Fort Wayne Union Railway 
Co. of the Lake Erie & Fort Wayne. The Union is controlled by 
the applicants and the Wabash and Pennsylvania. 

Finance No. 7130. Turlock & Eastern Railway asks author- 
ity to construct a line of railroad in Stanislaus and Merced coun- 
ties, California, from Turlock to Cortez, a distance of about 5 miles. 

Finance No. 7132. Colorado & Southern Railway Co. asks 
authority to abandon a part of its branch line extending from 
Denver to Leadville, Colo., commonly known as its Platte Canon 
line, together with certain branches thereof, extending from 
Waterton to Leadville, a distance of about 131 miles, and in addi- 
tion about 54 miles of the branch lines, a total of 185 miles. Ap- 
Plicant says that the city and county of Denver, a municipal cor- 
poration, is about to construct a large water reservoir in the 
Platte Canon, and for that purpose is about to condemn, take 
and destroy the line of railroad between Waterton and Buffalo 
and as a step to that end has filed an application (finance No. 
7092) for the abandonment of the railroad between those stations. 
It says it will not be feasible or practicable to relocate and re- 
build the line around the reservoir and that the line and branches 
in issue as result of Denver’s plan will be detached from the 
applicant’s other lines of railroad. It is also averred that opera- 
tion of the Patte Canon line has resulted in large losses and 
deficits and that the present and future public convenience and 
necessity do not and will not require the existence, maintenance 
or operation of the line and branches. Applicant says that while 
it would not object to abandonment of the line between Waterton 
and Buffalo if such line were abandoned contemporaneously with 
the abandonment of its line and branches west of Buffalo, it can 
consent thereto only on the express condition that it be author- 
~ Le A aces the remainder of the line with its branches west 
oO uffalo. 

Finance No. 6714. Amendment to application of Texas-New Mexico 
Railway Co. asking authority to issue $500,000 of capital stock, par 
value, $100 a share, in lieu of $35,000 of capital stock and $364,000 of 
first mortgage 6 per cent bonds. 

Finance No. 6798. Supplemental application of St. Louis-San Fran- 
cisco requesting that the Corhmission authorize the issue of $8,000,000 
of consolidated mortgage bonds and the pledge thereof from time to 
time as security for short-term notes. 


by the purchase 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7113, authorizing the New York, 
Chicago & St. Louis R. R. Co. to issue a promissory note for, or 
promissory notes aggregating, not exceeding $5,000,000, and to issue 
from time to time a similar note or notes in renewal of any such 
original note or notes, or any renewal thereof, the proceeds of the 
original note or notes to be used as additional working capital and 
in sotemt ad other lawful cash requirements, condition prescribed, 
approved. 

Report and order in F. D. No. 7039, authorizing the Chicago, St. 
Paul, Minneapolis & Omaha Ry. Co. to assume obligation and liability 
in oy ig of $540,000 of equipment trust of 1917 certificates, series 
F, to be issued by the Farmers’ Loan & Trust Co. under an agree- 
ment dated February 5, 1917, as amended June 1, 1920, said cer- 
tificates to be offered for sale at competitive bidding and sold to 
the highest bidder, and the proceeds used in the procurement of 
certain equipment, approved. 

Report and certificate in F. D. No. 6620, authorizing the Pine 
Bluff Arkansas River Ry. to abandon, and the St. Louis Southwestern 
Ry. Co. to abandon operation of, part of a branch line of railroad 
in Jefferson county, Ark. (extending from Reydel in an easterly di- 
rection to Waldstein, a distance of 6,450 feet), approved. 


LISBON COAL ROAD 


The Traffic World Washington Bureau 


About all except one of the questions ever raised in con- 
nection with application for authority to acquire and extend a 
railroad were touched on in arguments, September 27, before 
Commissioners Meyer and Eastman, of division 4, in Finance 
No. 6754, construction of branches by Pittsburgh, Lisbon & 
Western and No. 6755, control of Pittsburgh, Lisbon & Western 
by Montour Railroad Co. The one question that was not raised 
was as to the financial ability of the applicant to do what was 
proposed. The arguments were made on the frank basis of 
what was proposed was planned by the Pittsburgh Coal Co., 
although in connection with the applicability or non-applicability 
of the commodities clause, attorneys for the coal company side 
of the case made use of the fact, recognized by the Supreme 
Court of the United States in the so-called Delaware & Hudson 
case, that ownership of all the capital stock of a coal company 
by a railroad company did not make the coal company and the 
railroad company one thing. 

Broadly speaking, the contention of the trunk lines which 
have been opposing the acquisition and construction, contended 
that there was no necessity for the additional construction, as 
the existing railroads, either as now built or as they could be 
extended by means of spur tracks, could render the desired 
service. From that they argued that whatever coal the pro- 


posed new route would haul would be diverted from the exist- 
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ing railroads or from mines not now shipping coal into the 
Youngstown, O., industrial district. 

In behalf of the applications it was urged that it was the 
duty of the Commission, when a railroad expressed a desireg 
to establish a route in which it was proposed to use a waterway 
improved by the government, to grant the necessary authority to 
establish such route. The railroad attorneys, in opposition to 
that, pointed out that there was no proposal to link together 
common carriers by water and common carriers by railroad. On 
the contrary, they pointed out the proposal was to have a com. 
mon carrier railroad, owned by a shipper, extended so ag to 
connect with a private carrier by water over which the proprie. 
tary interest would ship coal from its mines. They argued that 
that would be contrary to the policy laid down in the Denison 
act providing for the extension of water service on the Misgis. 
sippi and its tributaries by means of common Carriers on thoge 
streams. 

Arguments were made by A. G. Gutheim for the Lisbon 
and Montour and by Don Rose for the intervening Pittsburgh 
Coal Co., the proprietary interest; by Albert Ward for the 
Pennsylvania; Clyde Brown for the New York Central, and 
Daniel Willard, Jr., for the Baltimore & Ohio. 

The object of the plan is to create a river-and-rail route from 
the coal mines in the Pittsburgh district, in which the Pitts. 
burgh Coal Co. is a large operator, to the steel manufacturing 
district around Youngstown, O., which will carry coal to the stee] 
plants and steel products from Youngstown to the Ohio river 
where they can be carried down the Ohio and Mississippi in 
barges. 

Mr. Gutheim said that the diversion of coal from the trunk 
lines would be inconsequential in comparison with the whole 
volume of their business. Mr. Rose pointed out that the Pitts. 
burgh Coal Co. had much coal land on the Monongahela River 
from which the coal could be taken direct to the barges, carried 
down the Ohio to Smith’s Ferry, O., at the mouth of the Little 
Beaver river and then loaded into the cars of the Lisbon road. 
He said, in answer to a question from the bench, that it would 
not be feasible, from an economic point of view, to load coal 
into cars on one railroad, carry it to barges on the river and 
then transfer it from the barges to another railroad. His thought 
was that only coal taken from mines on the rivers could be 
handled by a river-and-rail route at a cost lower than that of 
all-rail coal. As to the rates to be made on such coal, he said 
that that would be a question to be considered by the Commis- 
sion, in the light of facts developed on that point. He said that 
the thought in connection with this proposition was that the 
steel industries in the Youngstown district would be able to 
obtain coal at less cost than at present and send their products 
to the Ohio river to obtain the benefit of the lower cost of 
transportation via the river routes. 

Mr. Rose said that it was the belief of the Youngstown ship- 
pers and shippers in the Pittsburgh coal fields that the interests 
of the Pittsburgh & Lake Erie, as a part of the New York 
Central system, were such that it no longer could give the rates 
and service to the industries between the Ohio River and the 
Great Lakes its construction was intended to give. He said 
that whenever a road such as the Pittsburgh & Lake Erie was 
incorporated into a large system, interests foreign to those the 
road was built to serve, were brought into every problem and 
that in many instances, the original interests had to give way 
to the imported and later interests. 

When Messrs. Brown and Ward undertook to show that 
grant of authority as requested in these applications to operate 
a route in which the water carrier was’ not a common carrier 
was contrary to the policy embodied in the Denison act, Com- 
missioner Eastman wanted to know wherein the facts in con- 
nection therewith differed from those in connection with rail- 
and-water routes, particularly on coal, on the Great Lakes and 
petroleum and its products carried in private tankers over 
ocean routes. He suggested that the making of lake cargo coal 
rates ex lake rates and proportionals on oil from the ports was 
an answer to that argument. Mr. Brown said the Commission 
could not have such control over rates on the Great Lakes on 
account of the international boundary line as it could have over 
rates on the Ohio and other rivers in connection with rail routes. 


TRAIN CONTROL ORDERS 


In No. 13413, in the matter of automatic train control 
devices, the Commission has granted a petition of the New 
York Central for exemption of certain locomotives from the 
requirements of the order of January 14, 1924, as amended. 
The Commission also has granted petitions of the Pennsylvania 
for permission to operate a gas-electric rail car on its Green 
Spring branch in train-control territory, and of the Reading 
and the Atlantic City railroads for authority to remove protec- 
tion governors from train-control equipped locomotives in op- 
eration between Camden and Atlantic City. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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GREEN SALTED CATTLE HIDES 


Dismissal of No. 18740, Central Leather Company et al. vs. 
json, Canton & Youngstown et al., and No. 19208, Armour & 
(o, et al. vs. Same, has been recommended by Examiner C. W. 
. He said the Commission should find not unreasonable 

the rates and ratings on green salted cattle hides, carloads, 
fom points of origin in western trunk line, central, New Eng- 
jod and eastern trunk line territories and from Oklahoma 
city, Okla., and Fort Worth, Tex., to destinations in eastern 

k line territory and Comstock, Mich. The allegation was 
that the ratings and rates were unreasonable. 

Green salted and pickled cattle, horse, goat and sheep 
hides, the examiner said, were rated fifth class in the three 
dassification territories except that pickled or green salted 
cattle and horse hides were rated sixth in southern territory. 
No evidence was introduced to show and complainants did not 
contend, said he, that the same ratings and rates should not 
be maintained on all the hides mentioned. He said that while 
complainants attacked through rates from origin points west 
of the Mississippi, their evidence was confined almost entirely 
to the ratings and rates east of that stream. 

Complainants sought, said the examiner, to have the rating 
on hides in official territory reduced from fifth to sixth. They 
sought commodity rates from central, trunk line and New Eng- 
land territories to their tanneries on the basis of sixth class 
central territory zone A scale. From origin points west of 
Chicago and the Mississippi, the examiner said, they sought 
combinations not to exceed the present commodity rates to 
Chicago and the river crossings plus the rates sought east 
thereof. In support of their contention that green salted cattle 
hides should move on commodity rates lower than the class 
rates, the complainants, according to the examiner, showed that 
in other territories such hides moved on commodity rates. They 
also showed that the railroads maintained hundreds of com- 
modity rates on fifth class articles, other than hides, ranging 
from 67.2 to 90.3 per cent of fifth class. 

Speaking of figures showing the car-mile earnings on fresh 
and cooked meats and cattle in comparison with like figures 
on hides, the examiner said that cattle rates were not a fair 
measure of the rates on hides or other commodities. Food 
products, generally, he said, did and properly should take lower 
rates than other commodities of similar value and weight den- 
sity when such other articles moved freely at the higher rates. 


OAKLAND (CALIF.) TERMINAL CASE 


Examiner Ralph R. Molster, in Finance No. 6508, proposed 
acquisition and construction of lines by the Western Pacific, 
and Finance No. 6637, proposed acquisition of Union Belt of 
Oakland by Southern Pacific, the two cases representing a con- 
test between the Western Pacific and the Southern Pacific for 
control of terminals at Oakland and Alameda, Calif., has recom- 
mended three denials, two without prejudice. He said that the 
Commission should deny those parts of the application of the 
Western Pacific for authority to acquire the Union Belt Rail- 
way of Oakland and to construct a line connecting therewith. 
He said that that part of the Western Pacific’s application for 
authority to construct a connection with the Alameda Belt Line 
should be denied without prejudice. 

As to the application oi the Southern Pacific and that of 
its subsidiary, the Central Pacific, for authority to acquire the 
Union Belt of Oakland, he said that that should be denied with- 
out prejudice. 

The Western Pacific was the initial mover. It asked for 
authority to acquire the Union Belt, now controlled by industrial 
interests using it, for $150,000, and build connections with it 
and the Alameda Belt, all at an estimated cost of about $605,000. 
The Southern Pacific estimated that the cost would be more than 
$756,000 and suggested that that would be too much of a drain 
upon the Western Pacific. Later the Southern Pacific asked 
for authority to buy the Union Belt. 

The Western Pacific estimated that what it proposed would 
tesult in a saving of $69,691 in the first and $93,672 in the fifth 
year. The Southern Pacific estimated that the Western Pacific 
Would lose, by réason of the proposed arrangement, $29,836 the 
first year and $25,733 in the fifth year. 

As alternatives the Western Pacific said that all the objects 
which it sought to obtain could be brought about, without new 
construction, if the Southern Pacific would grant the joint use 
of some of its existing facilities, at a reasonable rental, not 
exceeding the carrying charges of the proposed connections, 
the Union Belt to be included in jointly operated tracks on 
Payment by the Southern Pacific of the proportionate share of 
the cost or an equivalent rental. On the other hand, the South- 
ern Pacific contended that, assuming that public convenience 
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required the purchase of the Union Belt by any carrier, the evi- 
dence clearly showed that the purchase of the line by the South- 
ern Pacific would preserve existing routes and channels of trade 
and commerce. 

The California commissioner who took the testimony, Mol- 
ster said, was of the opinion that until the Oakland harbor dis- 
trict was served by an independent belt line, the Union Belt 
should be owned jointly by the Western Pacific and the South- 
ern Pacific and that joint track arrangements should be effected 
between them so as to give the Western Pacific a connection 
with the Union and Alameda belt lines. 

Molster said that it would seem to be in the public interest 
that permanent operation of the Union Belt by the Southern 
Pacific should be assured, because the line could be more eco- 
nomically operated from its western connection with the South- 
ern Pacific than from the proposed Western Pacific connection 
and because a majority of the industries affected held that loss 
of direct service by the Southern Pacific would be contrary to 
their interests, But, he said, doubt arose as to whether the 
price proposed, $150,000; would be reasonable. He said the evi- 
dence was wholly insufficient to sustain favorable action on the 
Southern Pacific application. 

As to the Alameda belt connection, the examiner said it was 
admitted that from the standpoint of public interest use of the 
existing facilities on reasonable terms would be preferable to 
the construction of new lines. 


NET HARDWOOD LOG RATES 


Examiner Philip S. Peyser has recommended the dismissal 
of No. 20838, Fisher Body Corporation et al. vs. Mississippi Rail- 
way et al., on a finding that the failure of the defendants to 
provide net manufacturing rates on hardwood logs, carloads, 
from White Springs and Smithville, Miss., to Memphis, Tenn., 
between March 12 and September 15, 1926, was not unreasonable. 
The complainants, according to the report, inquired of a rail- 
road agent whether net manufacturing rates on “lumber, rough, 
Cc. L.,” would apply on logs shipped from the Mississippi points 
to Memphis, there manufactured and the lumber shipped out 
and were told that they would. Thereupon they shipped about 
385 carloads of logs at a local rate of 14.5 cents. They claimed 
refunds and obtained them, in some instances, but later had 
to refund the refunds. 

About a year after the first shipments were made so-called 
net log manufacturing rates were established. Complainants 
contended that ff was unreasonable to apply higher rates on 
logs than on rough lumber and that if they had not been misled 
by the erroneous interpretation of the tariff they easily could 
have procured the publication of such rates prior to the ship- 
ment. They urged, said the examiner, that the subsequent estab- 
lishment of such rates as proof sustaining their contention. 
He said the proof was insufficient to sustain a finding to that 


effect. 


IRON BOLT CHARGES 
Examiner L. A. Pyle has recommended the dismissal of 
No. 20715, National Screw Manufacturing Co. vs. New York, 
Chicago & St. Louis on a finding that the rate charged on a car- 
load of iron bolts shipped from Cleveland, O., to Memphis, Tenn., 
in May, 1923, was applicable. The complaint alleged the rate. 
was inapplicable and asked for reparation. 


ZINC PLATES AND SHEETS 


Dismissal of No. 16808, Union Smelting & Refining Co. et al. 
vs. Pennsylvania et al. has been proposed by Examiner Paul 
Coyle on a finding that the rates on zinc plates and sheets, 
carloads, from Norfolk, Port Norfolk and Portsmouth, Va., to 
destinations in Kentucky, Michigan, Ohio, Pennsylvania and 
West Virginia are not unreasonable or otherwise unlawful. The 
plates and sheets in question were surplus material bought from 
the government. They are the sheets or plates put in marine 
boilers to neutralize the corrosive effect, on steel, of distilled 
water that has not been wholly freed of salt. The complainant 
contended they were scrap zinc. The examiner said the sale by 
the complainant of the plates or sheets at less than the price 
of spelter and that there was no demand for them for purposes 
other than for remelting, did not change their nature, for rate- 
making purposes. Fifth class rates which were imposed, the 
examiner said, should be found to have been applicable and not 
unreasonable. 


HOSIERY COMPLAINT DISMISSED 
Attorney-Examiner W. A. Disque has recommended the dis- 
missal of No. 20136, J. C. Penney Co., Inc., vs. Big Four et al., on 
a finding. that the rate charged on a case of hosiery shipped 
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from Athens, Ga., to Alpena, Mich., in 1925, was applicable. The 
complainant contended that a much lower rate applicable on 
knit goods should have been applied on the hosiery. Disque 
said no effort had ever been made before to give the words 
“knit goods” the broad meaning contended for in this case, 
although the commodity rates in question had been in effect for 
years. 


COTTON CARD STRIPPINGS 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Riley A. Gwynn, in No. 
20381, Green Hamilton & Co., Inc., vs. Boston & Albany et al., 
as to the rates, in 1926, on cotton card strippings, carloads, 
from Boston, Mass., and interior New England ‘points to Alabama 
City, Ala. The rates charged were 86 cents from Boston and 
88 cents from interior New England points. Complainant sought 
reparation to the basis of a subsequently established rate of 
70.5 cents from Boston and 72.5 cents from the interior points. 
The examiner recommended a finding of unreasonableness and 
reparation to the basis of those rates. 


SLIGO RULE LIME CASE 


A finding of inapplicability and an award of reparation have 
been recommended by Examiner Philip S. Peyser, in No. 20980, 
E-Z Opener Bag Company vs. N. C. & St. L. et al., as to a rate 
of $4.10 on three carloads of lime shipped from Burns, Tenn., 
to Braithwaite, La., in 1926. Peyser said the Commission 
should find that, by applying the rule in the Sligo Iron Store 
case, 62 I. C. C. 643, the applicable rate was $3.70, the burden 
of returning the overcharge falling on the N. C. & St. L. and 
the Illinois Central. 


COTTON MATTRESS CHARGES 


Examiner T. P. Wilson, in No. 20496, Simmons Company 
vs. C. & N. W. et al., has recommended that the Commission 
find not unreasonable the rates on cotton mattresses, carloads, 
from Kenosha, Wis., to Seattle, Wash., and San Francisco and 
Los Angeles, Calif. He said it should find that the rates 
charged on shipments to Seattle and Los Angeles and one ship- 
ment to San Francisco were applicable but that on other ship- 
ments to San Francisco they were inapplicable. He said it 
should find the applicable rate was $3.51 and that the rate of 
— on two shipments to San Francisco was not ap- 
plicable. 


CORE SAND RATE 


Examiner J. J. Williams, in No. 20749, sub-No. 1., T. M. 
Chapman’s Sons Company vs. Boston & Maine et al., has rec- 
ommended that the rate on core sand from Boston, Mass., to 
Oldtown, Me., was, is, and will be unreasonable to the extent 
it exceeded, exceeds or may exceed 14 cents. He said repara- 
tion should be denied because complainant had not proved the 
payment of charges on the 25-cent applicable rate. The com- 
plainant exhibited a paid freight bill. Williams said no one 
having personal knowledge of the paying of the charge was 
present at the hearing and that the paid freight bill was not 
proof that the complainant had paid it. 


INDIANA COAL TO ILLINOIS 


Id No. 20574, Barnhart Coal Co. et al. vs. Chicago & Eastern 
Illinois et al., and No. 20759, Poll Construction Co. vs. C. & E. I. 
Examiner C. E. Simmons has recommended that the Commission 
find unreasonable but not otherwise unlawful, the rates on 
bituminous coal, from the Brazil-Clinton and Linton-Sullivan 
groups in Indiana to specified destinations in Illinois, prescribe 
new ones and award reparation. The title complaint alleged 
the rates from the groups mentioned to Danville, Brewer, George- 
town, Ridge Farm and Chrisman, Ill., were and that the present 
rates are unreasonable and unduly prejudicial. In the Poll case 
it was alleged the rates from Clinton, Ind., to Danville, Ill., were 
and are unreasonable and unduly prejudicial. The examiner 
said there was no substantial evidence in support of the allega- 
tion of undue prejudice. In disposing of the case the examiner 
said: 


Under the circumstances here presented it appears that a per- 
centage of the Holmes & Hallowell scale, similar to that prescribed 
in lliff-Bruff Chemical case, 113 I. C. C. 606, applied to the average 
distances over the reasonably direct routes would result in reasonable 
maximum rates. 

The Commission should find that the rates assailed on bituminous 
coal, in carloads, were, are, and for the future will be unreasonable 
to the extent that they exceeded, exceed, or may exceed 80 cents 
from Clinton and Newport to Danville and Brewer, 95 cents from 
other origins in the Brazil-Clinton te to Danville and Brewer; from 
the Brazil-Clinton group, 95 cents to Georgetown, 90 cents to Ridge 
Farm, and 80 cents to Chrisman; from the Linton-Sullivan group, 
$1.15 to Danville, Brewer and Georgetown, and $1.10 to Ridge Farm 
and Chrisman. Complainants should comply with Rule of the 
Rules of Practice and submit proof in affidavit form that they paid 
and bore the freight charges on shipments made. 


SUSPENDED TARIFFS 


In I. and S. No. 3171, the Commission has suspended from 
September 26 until April 26 schedules as published in supple- 
ment No. 20 to Johanson’s I. C. C. No. 2007, and various other 
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tariffs published jointly by Johanson, Boyd, Curlett, Jones, Sed 
man and Frank Van Ummersen. The suspended schedules oa 
pose to eliminate the Alton & Southern from the lists of Dar- 
ticipating carriers, which would result in increases over the 
present joint through rates on traffic when handled in connection 
with certain carriers which do not provide for the absorption 
of the switching charges of that line. 

In I. and S. No. 3170, the Commission has suspended from 
September 25 to April 25 schedules as published in Baltimore 
& Ohio tariff I. C. C. No. 21368. The suspended schedules pro. 
pose to cancel commodity rates on wooden handles, varnished 
painted or shellacked, carloads, from Richmond, W. Va,, to 
points in Central Freight Association, Trunk Line and New Eng- 
land Freight Association territories, leaving in effect higher fifth 
class rates. The following is illustrative: 


From Richwood, W. Va. Present Proposed 
To Com. Rate Class Rate 

i EG 269 6c kde bi tewweredeensenewnw es 44 51 

eS ee re er rrr 3614 461% 


PETITIONS FOR REHEARING, ETC. 

No. 16746, Independent Slaughters’ Traffic Association et al. 
vs. New York Central et al. and related cases. Baltimore & 
Ohio, one of the defendants, asks for rehearing, and pending 
such rehearing, for postponement of effective date of Com. 
mission’s order. 

No. 15400, Bradford Rig & Reel Co. et al. vs. Santa Fe et al, 
and No. 16156, H. F. Wilcox Oil and Gas Co. vs. St. Louis-San 
Francisco et al. Complainants ask for reconsideration and modi- 
fication of Commission’s decision, embraced in decision rendered 
July 3, in No. 15750, Prairie Pipe Line Co. vs. Arkansas Western 
et al. 

No. 16845, Iola Cement Mills Traffic Assn. et al. vs. Alabama 
& Vicksburg et al. The American Short Line Railroad Asso- 
ciation by J. A. Streyer, traffic manager, on behalf of short line 
carriers, asks the Commission to modify its findings and orders 
so as to permit of special rate treatment of these lines. 

No. 17159 (and Sub. Nos. 1 to 5, inclusive), Southern Kansas 
Grain and Grain Products’ Association vs. Rock Island et al. 
Missouri Pacific asks for postponement of effective date of 
orders. 

No. 17159, Southern Kansas Grain & Grain Products Assgo- 
ciation vs. Rock Island et al. The Board of Trade of Kansas 
City, Mo., intervener, asks for postponement of effective date 
of the order of July 27, from October 25, 1928, until June 30, 
1929. 

No. 17791, Union Gas & Electric Co. vs. Chesapeake & Ohio. 
Complainant asks for rehearing. 

No. 17984 (Sub. 1), Sawtelle Coal Co., Fisher-Churchill Co. 
vs. New Haven et al. Complainant asks for reopening and re- 
hearing. 

No. 16024, George Ross vs. Missouri Pacific. Complainant 
asks for reconsideration, rehearing and/or modification in the 
matter of reasonable rates and reparation on interstate carload 
shipments of road oil from Neodesha, Kan. (in Kansas group 2), 
to Lee’s Summit, Mo. 

No. 18257, International Paper Co. and Ticonderoga Pulp 
and Paper Co. vs. Delaware & Hudson Co. et al. Union Bag 
& Paper Corp., intervener, asks for reargument. 


No. 21075 (and Sub. 1), New England Traffic League et al. 
vs. Boston & Maine et al. Fitchburg Gas & Electric Light Co. 
asks for consolidation of No. 19153, Fitchburg (Mass.) Gas and 
Electric Light Co. vs. Boston & Maine et al. with this proceeding. 

I. and S. 3136, class and commodity rates via Baltimore & 
Carolina Steamship Co. of Baltimore City. Baltimore & Carolina 
Steamship Co. of Baltimore City, respondent herein, asks that the 
Commission vacate its order of suspension in this proceeding, 
dated July 30, 1928, in so far as the said order suspends opera- 
tion of Baltimore & Carolina Steamship Company tariffs, I. C. C. 
aa" effective August 6, 1928, and I. C. C. 128, effective August 

4, 928. . 

No. 19040, Texas Sugar Refining Co. vs. Alabama & Vicks- 
burg et al. F. A. Leland, for and in behalf of carriers defend- 
ants in this proceeding, asks the Commission for modification of 
order in this case for a period of thirty days from October 10, 
1928. 

No. 15841, William Kelly Milling Co. et al. vs. Santa Fe et 
al., and No. 16665, Southwestern Lumbermen’s Association et al. 
vs. Arkansas Valley Interurban et al., and others reported in 146 
I. C. C. 479. Complainants and interveners ask for reconsidera- 
tion, rehearing and/or reargument in matter of reparation prior 
to August 4, 1925. 

No. 9971, National Pole Co. vs. Santa Fe et al. and I. & S. 
2785, Cedar Poles and Pilings from North Pacific States to 
destinations east of Rocky Mountains. Defendants in No. 9971, 
and respondents in I. & S. 2785, ask for reargument of these 
proceedings before full Commission. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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SOUTHWESTERN RATE HEARING 


The Traffic World New York Bureau 


Figures were given to the Commission at its hearing of 
the southwestern rate case to show that ships of the United 
Shipping Board carry linoleum from England and cork products 
from Spain and Portugal to Gulf ports at rates lower than 
coastwise and intercoastal ships carry them from cities of the 
eastern United States to the same ports. 

E. George Siedle, traffic manager of the Armsrtong Cork 
company, of Pittsburgh, aruging against the increase of com- 
pined water and rail rates to the southwest proposed by the 
Commission, said linoleum was shipped direct from England to 
Guif ports for 44 cents a hundred pounds, while the rate from 
Philadelphia was 61 cents. The rate on cork board, manufac- 
tured from cork waste, was 71 cents from New Jersey ports to 
Houston and only 45 cents from Portugal and Spain, the principal 
competitors, to that port, he said. The proposed rate in each 
case would be $1.02 from eastern ports. “American manufac- 
turers need a lowering of freight rates rather than an increase,” 
he added. 

Several other manufacturers came to the support of the 
shipping companies, which are fighting the proposed increased 
rates, With testimony purporting to show that their competitors 
in the middle west would have an unfair advantage and that 
shipments by boat to the southwest would be decreased. 

The support of the Boston Chamber of Commerce and the 
New England Traffic League was pledged by Edward L. Hefron. 
He stated the views of these bodies as follows: 


Such principles of rate making as are applied to a continuous 
all-rail service, especially inflexible mileage, should not be imposed 
on rail and water carriers to an extent which precludes such routes 
from adjusting themselves to the peculiarities surrounding steam- 


ship operations. 

The Gulf routes should be permitted to establish and maintain 
such commodity rates from eastern seaboard territory as will pre- 
serve a fair relation with competing territory. 

Unregulated water competition between ports warrants the Gulf 
lines meeting such competition to the best of their ability without 
these distress rates being used as a basis for rates to points beyond 
the ports other than in combination. : 

The rates from Atlantic seaboard territory via the rail and water 
routes should be under the control of carriers interested in the de- 
velopment of traffic between Atlantic seaboard territory and the 
southwest. 


Witnesses Monday included W. F. Price, traffic manager of 
the J. B. Williams Company, of Glastenbury, Conn.; C. S. Simp- 
son, of the Remington Arms Company, of Bridgeport, Conn.; 
and H. Richardson, of the Washburn Wire Company, Phillips- 
dale, R. I. 

Shippers testified that, if the present consolidated south- 
western rates fixed by the Commission were maintained, they 
would seriously jeopardize their industries. 

Among the witnesses who gave evidence along these lines 
were F. B. Bain, of the American Peanut Corporation, Norfolk, 
Va.; H. E. Ketner, commerce counsel of the Virginia Corporation 
Commission; C. D. Barksdale, of Petersburg, Va.; Charles R. 
Seal and W. T. Medford, of Rochester; Frank H. McMahon, 
traffic manager of the T. A. Snider Packing Corporation; Fred 
W. Burton, manager of the transportation bureau of the Chamber 
of Commerce of Rochester; L. N. Kempfield, representing the 
eastern trunk lines; W. H. Chandler, traffic manager of the Mer- 
chants’ Association and chairman of the Shippers’ Conference 
of Greater New York, who cross-examined Mr. Kempfield. 

In explaining the position of the trunk lines, Mr. Kempfield 
read a telegram he had received from the Maine Central Rail- 
road saying: 

The position of the Maine Central is that no rates should be 
published beyond Brunswick group the same as was done in connec- 
tion with all rail rates to the southwest and all-rail and rail-ocean 
and rail rates to the southwest. In this way rail-ocean and rail rates 
to the southwest will be treated exactly the same as all other rates, 
thus leaving the Maine Central to determine the relationship east 
of Brunswick by the use of their arbitrary tariff. 

It was signed by Lucien Snow. 

Mr. Kempfield said there would be a meeting of freight traf- 
fic managers here next week, and an announcement of their 
conclusions at the Galveston hearing October 8. He said he 
was in no position to talk officially of rates between the north- 
east territory and the southwest. They wanted to cooperate 
with shippers, but they could not talk definitely on the matter 
at present. 

Mr. Chandler suggested that Mr. Kempfield seemed to be 
taking up the burden of the steamship lines instead of that of 
the railroads. 

Mr. Kempfield said he did not see why the eastern railroads 
should be “branded.” 

“Have you called the shippers and the railroads “together 
to find out the true situation?” asked Mr. Chandler of the 
Witness, to which the latter replied in the negative. 

“Well, I have,” replied Mr. Chandler. 

Mr. Kempfield said he thought the “rule of reason should 
— The Commission, he said, must prescribe reasonable 

es. 

“If your revenue is not affected, what interest is it of yours?” 
asked Mr. Chandler 
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Mr. Kempfield replied that it must be relatively between the 
rail and water-rail-and-rail rates. He said he was not quite 
clear why rates to the southeastern shorter distance should be 
less than the southwestern rates. 

Mr. Chandler asserted that the Commission had violated 
a basic principle in fixing the rates—had “slipped a cog” in 
making rates to small groups. 

Mr. Kempfield said it was the policy of the trunk lines to 
establish rates that would give shippers a fair chance to com- 
pete in their business. 

Mr. Ketner, in presenting his case for Virginia industries, 
said the rail-water-rail rates from Norfolk to Fort Worth were 
$1.05 a hundred pounds, whereas the water rates from the Pacific 
coast to Texas were $1. On the other hand, it was possible to 
bring peanuts from the Orient and China to the Pacific coast 
ports for 20 cents to 40 cents a hundred pounds and it cost 
Virginia growers that to get them from the field to the factory. 


Mr. Barksdale, who represented the American Hardware 
Company and subsidiary companies, handling suitcases, trunks, 
and such goods, said that they had spent thirty-five years to 
build up their industry in southwest territory at a cost of half 
a million dollars. 


“These new rates,” said he, “would cause us to lose every 
bit of that business. Every day we get five or six letters re- 
fusing shipments because of the high rate, and that unless the 
rail-water rates are readjusted we will lose our industries.” 

There were a number of witnesses from Rochester who 
testified along similar lines. 

Mr. McMahon said the water rates from points on the Pacific 
coast and Wisconsin were less to southwest states than water- 
rail rates from New York to Houston and other points in the 
same territory, and that the same was true of all rates in 
Chicago and Milwaukee to the southwest. 

“Any higher rate would intensify the competition in a field 
already keen,” he said. 

Mr. Burton, who examined the witnesses from Rochester, 
said there was not an industrial city in New York state that 
was not concerned with the future of its trade. Every day 
cities of the middle west were importuning them to move into 
their territory, he said. 

It was regarded as significant of the unanimity of the east- 
ern shippers that practically no evidence was put into the record 
favorable to the rates granted the southwest carriers, claimed 
to be discriminatory.against shipping interests in this part of 
the country. , 

Pending the completion of the taking of evidence, the Com- 
mission postponed the date on which the new rates were to 
have gone into effect. 

William R. Moore, secretary of the Eastern Confectioners’ ° 
Traffic Bureau, 117 Liberty street, who represented nearly 100 
manufacturers along the Atlantic seaboard, was one of the wit- 
nesses on Saturday. The companies he represented produce 
57 per cent of all candy shipped in the United States. 


“The present candy rates from the Atlantic seaboard via 
Gulf port lines have been made on a competitive basis with 
Chicago and St. Paul,” he said. “Under the proposed rates this 
basis is eliminated and the Atlantic seaboard will no longer 
have the advantage of the ocean routes. The competition be- 
tween eastern and midwest manufacturers on less-than-carload 
candy has been vigorous and is growing keener. If the excep- 
tions and less-than-carload commodity rates are eliminated pro- 
ducers on the Atlantic seaboard will lost their market.” 


Tables were introduced to show how the new rates would 
affect the candy shipments to Texas, Oklahoma, Arkansas, and 
Louisiana, and Mr. Moore advocated that the Gulf lines be al- 
lowed to establish rates from the Atlantic seaboard to compete 
with other producing territory. 

Another witness was Milton B. Bauman, traffic manager for 
eighteen companies, including the R. B. Davis Baking Powder 
Company, of Hoboken; Colgate & Co., Jersey City; the Ameri- 
can Druggists’ Syndicate, Long Island City; and the New Jersey 
Industrial Traffic League. Mr. Bauman said it was the position 
of the interests he represented that material hardships would 
result if the proposed rail-ocean-rail rates were permitted to 
become effective. 

The hearing in New York closed this week after eight days 
of testimony by about forty witnesses, who revealed that man- 
ufacturers, shippers, and steamship lines on the Atlantic Sea- 
board were practically unanimous in their opposition to the 
proposed new schedule of rail and water rates to the Southwest. 

The witnesses put into the record about eighty tabulated 
exhibits to prove their contention that the proposed rates 
would discriminate against the Atlantic Seaboard shippers to 
the Southwest in favor of middle western competitors, and by 
depriving the former of their natural advantage of cheap water 
transportation to the territory in question will put many of 
them out of business there. 

Among those who testified were H. C. Crawford, traffic 
manager of the Bethlehem Steel Corporation; A. H. Ferguson, 
manager pf the bureau of transportation of the New Bedford 
Board of -Commerce, Massachusetts; J. F. Atwater, manager of 
the transportation department of the American Hardware Cor- 
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poration; W. T. Medford, of the Association of Commerce of 
Baltimore, and H. P. Shook, traffic manager of McCormick & 
Co., spices and drug specialties, Baltimore. 

Each witness supported the argument made by W. H. 
Chandler of the Merchants’ Association, that the maintenance 
of the rates ordered by the Commission would have the effect 
of injuring the business of Eastern shippers and place them in 
a position where competition with the Southwest would be hard 
to carry on successfully. 

Mr. Crawford, in giving an outline of the effect of the 
proposed new rates on the business of his corporation, said 
that the interests of his company in this particular case cen- 
tered on its Eastern plants at Steelton, Pa.; Sparrows Point, 
Md.; Bethlehem, Pa.; Lebanon, Pa., and Coatesville, Pa. All 
of the plants, he said, were within 100 miles of the nearest 
port, either New York, Philadelphia or Buffalo. Said he: 


My main criticism of the proposed rates is (1) that they do not 
reflect the rate advantage which should accrue to eastern locations 
by reason of their proximity to Atlantic ports, and (2) that the level 
of the proposed eastern rates is entirely too high when compared 
with the existing combinations based on a 30c port to port rate. 

I wish to reiterate my former statement to the effect that 30c 
is more than ample to cover the water factor in these through rates. 
Lower rates are available over unregulated water lines and through 
charter on cargo lots. Moreover, if our competitors in the Pitts- 
burgh district are to have rates which are lower than the combination 
of locals, eastern plants are entitled to a relative basis. 

In a general way, shipments moving in this trade encounter com- 
petition from all directions. Pittsburgh, Chicago, Birmingham, etc., 
as well as the foreign producer, reach this market freely. Pittsburgh 
moves its steel via rail-ocean-rail routes and by way of the Ohio 
River, either at published rates or in their own river barges. Chicago 
and Birmingham ship all-rail or via rail-barge routes, while the 
foreigner lands his steel at port cities at attractive ocean rates. The 
eastern producer is restricted to rail-ocean service entirely. This 
is due to the level of rail rates, which are substantially higher’ than 
either the rail or rail-water rates from competing points, and since 
the rail-ocean rates determine the extent to which the eastern steel 
industry can participate in Texas markets the importance of the 
adjustment is at once apparent. It is my opinion that the scale 
rates proposed in 123 I. C. C. 203 do not produce a proper alignment, 
actually or relatively, from eastern producing points. 


Mr. Ferguson’s statement was made on behalf of the Fall 
River Chamber of Commerce and the New Bedford Chamber 
of Commerce and was a special plea for aid to the depressed 
textile industries of that section of the country. He continued: 


These two commercial organizations have a combined member- 
ship of approximately 2,000, including practically all of the larger 
shippers and receivers of freight located within and near by these two 
important manufacturing communities. While the manufacture of 
cotton goods and mixed cotton and rayon goods, both finished and 
unfinished, is the predominating industry of these two cities, there 
are also a number of other diversified industries also located there. 

The southwest section of the country is an extremely important 
territory of consumption and distribution of New England-made 
products, including those manufactured within and contiguous to the 
cities of Fall River and New Bedford, Mass. The rail-and-ocean 
routes have been and are of extreme importance in the transpor- 
tation of commodities between New England and the southwestern 
states. It is safe to state that they have always been the primary 
routes of commerce between these two sections. 

To permit a reasonable flow of traffic between New England 
and the southwestern section of the country it is highly important 
that these ocean-and-rail routes be kept open on as favorable and 
low basis of through rates as may be found compensatory and rea- 
sonable. These proposed to be prescribed by the commission in its 
decision in the Consolidated Southwestern cases are generally or rela- 
tively prohibitive and not reasonable for application via the ocean- 
and-rail routes between the two sections of the country in question. 


*Mr. Atwater, speaking for the American Hardware Cor- 
poration, which is capitalized at $12,500,000 and employs 6,000 
persons, said there were four respects in which the report of 
the commission, if. put into force, would be prejudicial to the 
interests of manufacturing industry in the state of Connecticut. 

Mr. Medford, representing the Association of Commerce of 
Baltimore, said his organization had taken the position that 
the commission has taken from Baltimore the present dock 
rates and removed that port back to interior group points such 
as Harrisburg, and this had the effect of increasing all their 
present rates because of their direct service to Galveston. He 
considered that Baltimore was being discriminated against. 
They asked to be placed on the same rate basis as New York, 
while still contending that the rates from New York over 
ocean-and-rail service are entirely too high. 


“In other words,” said Mr. Medford, “in ports where we 
meet competition, such as in St. Louis, where such competi- 
tion has reached in some cases $1.13% increase, it places us 
at a disadvantage, and we simply cannot compete with them 
under such a structure.” 

Wilbur LaRoe, Jr., cross-examining L. H. Kentfield, wit- 
ness for the trunk lines, asked whether the trunk line proposal 
would not have the effect of putting the rate policy of the 
steamship lines in the hands of the railroads. The witness 
contended that the non-concurrence plan of publishing the rates 
deprived the trunk lines of control over the rates from stations 
on their lines. 

Mr. Crawford, testifying for the Bethlehem Steel Company, 
had protested against the high rates prescribed by the Com- 
mission on iron and steel articles. He referred, for example, 
to a local rate of 10 cents from Coatesville, Pa., to Philadelphia, 
and the steamship rate from Philadelphia to Houston is 30 
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cents, making a combination rate of 40 cents, compared with 
through rate of 65 cents prescribed by the Commission. ? 

“Do you mean to say,” asked LaRoe, “that the Commis 
sion prescribed a rate 60 per cent higher than the ful] combi. 
nation of local?” . 

“Yes; that is why we are here,” replied the witness wh 
added that the effect of the high rates would be to require his 
company to accumulate cargoes and charter vessels. 

“But that means inevitable injury to the standard steam- 
ship lines, does it not?” asked LaRoe. 

“It certainly does,” agreed the witness. 


SOUTHWESTERN CLASS RATES 


The Brown Paper Mill Co., Inc., and the Yellow Pine Paper 
Mill Co., Inc., in reply to carriers’ petition in I. and S. 3130, for 
vacation of portions of orders, ask that the petition be denied 
as to rates on sulphate of alumina to West Monroe, La., ang 
Orange, Tex., and that a hearing and investigation be held. 

The New Jersey Zinc Company and subsidiaries, in |. ang 
S. 3130, ask that zinc oxide and lithopone be excepted from 
vacation orders, if any, and that they have opportunity to be 
heard as to rates on those commodities. 

The Georgia-Louisiana Corporation in answer to carriers’ 
petition for vacation in I. and S. 3130, asks that it be denieq 
in so far as it relates to sulphate of alumina. 

The W. S. Dickey Clay Manufacturing Co. and the San 
Antonio Sewer Pipe Works ask the Commission to continue jp 
effect the suspension order as to rates on sewer pipe and aggo. 
ciated clay products. 

The Eagle-Picher Lead Co. submits that in so far as lead 
and zinc pigments are concerned, the Commission should de. 
cline to vacate its order of suspension. 

The El Paso Freight Bureau and El Paso Chamber of Com. 
merce of El Paso, Tex., ask that petition of carriers be denied 
in so far as it proposes vacation of the Commission’s order 
relating to rates on beans and peas, dried, chains, plate glass, 
glassware, window glass, and rough rolled glass, hides, dry 
and green, ice, glass lamp chimneys, linoleum, etc., and pecans, 

The Certain-teed Products Corporation asks denial of the 
petition as it relates to rates, relationships, minimum weights, 
mixtures, etc., on linoleum, felt-base carpeting, mats and rugs 
made thereof, and oil cloth. 

The Joplin (Mo.) Chamber of Commerce asks denial of the 
carriers’ petition as to bakery goods, carload, and hides, dry 
and green. 

F. A. Leland, chairman of the Southwestern Freight Bu- 
reau, has petitioned the Commission, in No. 13535, Consolidated 
Southwestern Cases, for approval under Finding 27 for the 
publication in Southwestern Lines’ tariff 151, agent Johanson’s 
I. C. C. 2008, and Southwestern Lines’ tariff 154, agent Johan- 
son’s I. C. C. 2011, of an item providing for the column 41 rates 
on furniture as described in the petition. 


The Missouri & North Arkansas, by petition in No. 13535, 
asks permission to provide for stopover privileges for loading 
and unloading at points on its line. , 


The Nueces County Navigation District No. 1, Corpus Christi, 
Tex., has petitioned for vacation of that part of the order in 
I. and S. No. 3130, in so far as it prohibits the use of the rates 
prescribed in docket 13535, and related cases, effective July 14, 
on interstate traffic between points in the southwestern states 
as described in J. E. Johanson’s I. C. C. 2008, from applying on 
coastwise traffic moving through the port of Corpus Christi, 
from or to certain Texas points. 

William Volker & Co., Kansas City, Mo., asks that the order 
in I. and S. No. 3130 be not vacated as to linoleum, cork carpet, 
felt base flooring and asphalt. 

F. A. Leland, for Southwestern Lines, in No. 13535 and 
associated cases, has filed a petition for extension of time in 
which to consider the rates on articles manufactured or pro- 
duced in the southwest and Kansas-Missouri territory which 
were continued in effect as permitted by the Commission in its 
supplementary report, 139 I. C. C. 576, and for extension of 
time in which to give consideration to rates on certain “un- 
treated commodities.” 

The Commission has postponed the further hearing in the 
river crossing allowance phase of No. 13535, before Examiner 
Bardwell, from October 22, at New Orleans, to a date hereafter 
to be fixed. The postponement was ordered on account of the 
inability of the railroads and state commissions to be prepared 
to go forward on that day. All the rates crossing the Missis- 
sippi River now in effect contain an allowance for the cross- 
ing. Therefore this phase of the case involves the question of 
their reasonableness. 

The Commission has also postponed the hearing in No. 
13535, and cases grouped therewith, respecting lawful rates for 
application between Atchison, Leavenworth and Kansas City, 
Kan., and St. Joseph and Kansas City, Mo., on the one hand, 
and points in Kansas, Missouri south of the Missouri River, 
Oklahoma, Arkansas, Texas and Louisiana west of the Mis 
sissippi, on the other, from October 1 at Kansas City to Novem 
ber 13 at Topeka, Kan., before Examiners Carney and Mackey. 
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september 29, 1928 


NEWSPRINT PAPER INQUIRY 


At a joint meeting of the committees of carriers and ship- 
rs appointed in connection with the Commission’s investiga- 
ve in No. 21095, rates on newsprint paper, import and domestic, 
to points in official and southern classification territories, held 
in New York, September 26, progress was made with respect 
io cooperation between carriers and shippers in the investiga- 
jon. Earle C. Calhoun, chairman of the railroad committee of 
counsel, and Wilbur LaRoe, Jr., chairman of the shippers’ com- 
mittee of counsel, presided. 

Agreement was reached as to points of origin at which 
newsprint is produced and as to typical destinations that 
should be used in New England, trunk line, central freight 
gssociation and southern territories. It was further agreed 
that a joint statement, subscribed to by both carriers and 
shippers, should be prepared showing present rates and dis- 
tances from each origin to each destination. The 13494 or 
Southern rule was agreed to as the method to be employed, 
except that Canadian lines refused to recognize that basis and 
insisted upon using short line tariff distance. 

Cc. E. Bell and Harry Wilson were appointed as a commit- 
tee to supervise checking of distances and rates for eastern 
Canada, New England, trunk line and central freight associa- 
tion territories. J. E. Bryan will supervise a similar check 
from mills in Wisconsin, Minnesota and eastern Canada. J. G. 
Kerr, L. V. Crane and H. T. Moore will supervise a similar 
check in the south. 

In view of the attitude of the Canadian lines, it was agreed 
to use distances to be furnished by Canadian lines plus 13494 
distances within the United States, with the understanding that 
shippers might use the 13494 method for hauls within Canada. 

An impasse was reached as to constructive mileage for 
crossing New York harbor, the shippers insisting on using 20 
constructive miles as suggested by Attorney-Examiner Hosmer 
in No. 15879, and the carriers insisting on adding an arbitrary 
of 6 cents a hundred pounds for harbor transfer. 

It was agreed not to exclude differential routes in showing 
rates and distances from New England to the west. The meet- 
ing was adjourned subject to further call. 


N. H. AND N. Y. C. MAKE PEACE 


A threatened disruption of relations between the New Haven 
and the New York Central in so far as traffic through Canada 
via the Michigan Central has been averted by means of nego- 
tiations by Vice-President Ingalls, of the New York Central, and 
Vice-President Campbell, of the New Haven. They have been 
on the outs for a long time; in fact, since late in 1922, over the 
question of divisions on freight moving through Canada via the 
Michigan Central between the east and the west. Whether 
litigation in which they are parties will be discontinued is not 
a but the thought among well-informed men is that it 
will be. 

A little more than a month ago the relations between the 
two systems became so bad that the New Haven proposed to 
cancel all rates to and from its rails via the Michigan Central 
over routes between Windsor and Niagara Falls or Bridgeburg, 
Ont., effective October 1. The New Haven proposed to cancel 
powers of attorney under which tariff publishing agents named 
rates to and from New Haven points to and from destinations 
in all parts of the country over the Michigan Central routes 
through Canada. At the same time it proposed to give the 
agents concurrences or powers of attorney to publish rates via 
all routes other than those over the Michigan Central through 
Canada, the same as have long been in effect. 

After a conference between the traffic vice-presidents in New 
York the New Haven notified Toll, Johanson, and other publish- 
ing agents that it would withdraw its cancellation tariffs relating 
to both powers of attorney and rates and restore the status quo 
ante bellum. At the same time it asked the Commission for 
special permissions for itself and the publishing agents. They 
were granted on September 25 and the preceding day so that 
hone of the cancellations will go into effect. 

Shippers all over the country protested against the closing 
of the routes as proposed, thereby placing before the Commis- 
sion the question whether it had the power to suspend publica- 
tions cancelling powers of attorney and rates which it could 
not, according to the ordinary layman’s view, direct the carriers 
to give or establish. 

The proposal to close the routes, in so far as the New 
Haven was concerned, grew out of the dispute between it and 
the New York Central, controlling the Michigan Central by stock 
ownership, as to what divisions the Michigan Central should 
give the New Haven by reason of the Commission’s decision, in 
1922, that the connections of the New England roads should 
increase the divisions 15 per cent for the benefit of the New 
England lines. 

According to allegations, the New Haven took the bull by 
the horns in that dispute by keeping for itself an increase in 
divisions amounting to 15 per cent out of all the money it re- 
ceived on traffic moving over the Michigan Central routes, 
thereby forcing the New York Central to go to court for the 
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recovery of what it claimed was its share of the money received 
as compensation for undertakings on joint rates. 

Withdrawal of the cancellation papers saved the Commis- 
sion from the duty of coming to a conclusion as to whether it 
could, would or should suspend them. The general idea about the 
Commission, among the men handling the protests, was that 
the Commission, if forced to consider the matter, would have to 
come to the conclusion that, inasmuch as it could not require 
the publication of joint rates via Canada, it would be doing a 
vain thing to issue a suspension order holding up the publications 
pending inquiry. The thought was that the situation created by 
the cancellation tariffs and the protests of shippers was akin 
to that caused by the Redwood Line-Illinois Central tariffs and 
the requests for their suspension. 


WROUGHT WASHER SCRAP CASE 


Arguments, on brief, in No. 17640, Wrought Washer Manu- 
facturing Co. vs. Pere Marquette et al. and cases joined with 
it, indicate that carriers and shippers are still unable to agree 
upon what constitutes scrap iron or scrap.steel. The carriers, 
in support of the proposals made by the Chesapeake & Ohio 
and the Big Four, in schedules covered by I. and S. No. 3107, 
are standing on their definition that that is scrap which has 
value for remelting purposes only. The shippers, on the con- 
trary, insist that as the tariffs are interpreted by the railroad 
inspectors, the imposition of the scrap rates is made to depend 
on the nature of the business of the consignee instead of on 
an inspection of the commodity loaded in the car. 

The briefs are on the supplemental proceeding pertaining 
to “skelp and strip steel less than 10 feet long and waster 
sheets not embraced by the terms of the order” entered in 
the case directing the carriers to apply billet rates on the ma- 
terials shipped from C. F. A. points to the plant of the com- 
plainant at Milwaukee, the billet rates being, generally, the 
same as the scrap iron and steel rates. 

After the decision in the title complaint was made other 
users of scrap material, or near scrap material who had been 
paying the fifth class rates applicable on iron and steel articles 
generally, filed complaints so as to obtain the benefits expected 
to flow from the decision. The Chesapeake & Ohio and the Big 
Four, it was found, had tariffs in effect which tended to support 
the contentions of the shippers. They therefore filed new ones 
intended to bring their publications into line with the general 
carrier contention that the test “for remelting purposes only” 
should be used to determine whether the material shipped was 
or was not scrap. The tariffs were suspended by the federal 
and the Ohio commissions. The railroads covered both the 
state and federal suspension cases with their brief. 

The carriers, after considering the uses to which complain- 
ants and protestants put the sheets they bought and the prices 
they paid for them, contended that none of them, other than 
the title complainant, had any interest in scrap material. They 
said that nearly all the complainants used interchangeably the 
terms “waster sheets” and “seconds” and that the witnesses 
were nearly unanimous in conceding that a waster sheet was a 
substitute for prime material. 

The title complainant admitted that in three instances it 
had received sheets on which it should have and did pay fifth 
class, but that they were not entitled to be called waster plates, 
or sheets. 

Directing attention to the fact that in the decision in this 
case, 136 I. C. C. 703, the Commission called on the carriers to 
undertake to revise their definition of scrap material, but that 
they had not done so, the washer company brief said rates should 
be provided on scrap “which are not contingent upon its use, upon 
the identity of the shipper or consignee, and which cover ma- 
terials that are legitimately scrap, according to trade or com- 
mercial] usage.” 


COMMISSION ORDERS 


No. 14831, Winding Gulf Colliery Co. et al. vs. Chesapeake 
& Ohio et al., and No. 14498, Ragland Coal Co. vs. Virginian 
et al. These proceedings are reopened for reargument before 
Commission upon question of lawful rates from mines on Vir- 
ginian, as specified in complainants in Nos. 14831 and 14498, as 
to destinations on Chesapeake & Ohio and from mines on 
Chesapeake & Ohio, as specified in complaint in No. 14831, to 
destinations on Virginian and proceedings assigned for oral 
argument before Commission upon said question on October 5, 
1928, 10 o’clock a. m., standard time, at office of Commission 
in Washington, D. C. The effective date of the order in these 
proceedings, as to rates, has been postponed from October 1 
to November 15. 

No. 19413, East Rochester Association vs. Baltimore & Ohio 
et al. The effective date of the order of July 9, 1928, in this 
— has been postponed from October 10 to November 

No. 14760 (and Sub. 1), the Parkersburg Rig & Reel Co. 
vs. Rock Island et al., and cases grouped therewith. The order 
entered herein on July 11, 1927, in so far as it reopened these 
cases for reconsideration on present records, has been rescinded, 
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and No. 14760 (and Sub. 1), 12056, the Parkesrburg Rig & Reel 
Co. vs. Director-General, as agent, Baltimore & Ohio et al., and 
No. 13506, Same vs. St. Louis-San Francisco et al., have been 
reopened for further hearing solely with respect to question 
of reparation, at such time and place as Commission may here- 
after direct. 

No. 19959, West Virginia Brick Co. vs. Aberdeen & Rockfish 
et al. Complaint dismissed, same having been satisfied. 

No. 17635, Chicago, Attica & Southern vs. Cincinnati, Indi- 
anapolis & Western; No. 20413, Hudson Motor Car Co. vs. 
Detroit, Grand Haven & Milwaukee et al.; No. 20499, Bert H. 
Claspy vs. Michigan Central; No. 20839, Waco, Beaumont, Trinity 
& Sabine vs. International-Great Northern et al.; No. 20840, 
Evansville Chamber of Commerce vs. Baltimore & Ohio et al.; 
No. 20710, A. A. Tindall et al. vs. Arkansas & Louisiana Mis- 
souri et al.; No. 20956, Abbot Worsted Co. vs. Boston & Maine 
et al.; No. 21098, Deep Vein Coal Co. vs. Chicago & Eastern 
Illinois et al.; and No. 21185, Budlong Pickle Co. vs. Quincy, 
Omaha & Kansas City et al. Complaints dismissed upon com- 
plainants’ request. 

Fourth section application 13287 of Western Maryland. 
The petition of the Western Maryland filed in fourth section 
application No. 13287, for a modification of supplemental fourth 
section order No. 9728, lumber to points in Pennsylvania, en- 
tered therein, July 25, 1928, has been denied. 

No. 18426, Federated Metals Corp. vs. Illinois Central et al. 
The order entered in this proceeding on July 18, 1928, has been 
modified so that it will become effective on October 20, 1928, 
on twenty days’ notice instead of thirty days’ only with respect 
to rates from Beckemeyer, IIl., to points in eastern trunk line 
territory. 

No. 7159 (and Sub. No. 1 to 5, inclusive), Southern Kansas 
Grain and Grain Products Association vs. Chicago, Rock Island 
& Pacific. The order of July 27, 1928, entered herein, has been 
modified so as to permit the filing of schedules in compliance 
with said order upon not less than 10 days’ filing and posting 
in manner prescribed in section 6 of the interstate commerce act. 

No. 21030, State Docks Commission et al. vs. Gulf, Mobile 
& Northern et al. Baton Rouge Commercial Traffic Bureau 
permitted to intervene. 

No. 20749, Wilton Woolen Co. vs. Boston & Maine et al. 
Complaint dismissed upon complainant’s request. 

No. 20561, Levenes Sons vs. Delaware, Lackawanna & 
Western et al. Complaint dismissed for want of prosecution. 

No. 19454, Embry E. Anderson et al. vs. Abilene & South- 
ern et al. The order entered in this proceeding on June 16, 
1928, and subsequently modified to become effective on October 
20, 1928, on 30 days’ notice, has been further modified so that 
it will become effective October 20, 1928, on 10 days’ notice. 

No. 18119, The New York Insulated Wire Co. vs. New 
Haven. The order entered in this proceeding on June 27, 1927, 
has been vacated and set aside only in so far as it requires the 
maintenance of a rate of 28 cents per 100 pounds on less-than- 
—" shipments from Phillipsdale, R. I., to Wallingford, 
onn. 

No. 19054, G. H. Treyz & Co. et al. vs. Baltimore & Ohio 
et al. The aforesaid order of July 2, 1928, has been modified 
so as to exclude the Baltimore & Ohio and Western Maryland 
from any of its requirements. 


No. 15814, Hannah Distributing Co. et al. vs. Alabama & 
Vicksburg et al. Complaint dismissed for want of prosecution. 

No. 20910 (and Sub. Nos. 1 and 2), Colorado Horse & Mule 
Commission Co. vs. Union Pacific et al. Complaints dismissed 
for want of prosecution. 


No. 21075 (and Sub. 1), New England Traffic League et al. 
vs.-Boston & Albany (New York Central lessee) et al. Salem 
Chamber of Commerce, Springfield Gas Light Co. and Fitchburg 
Gas & Electric Light Co. permitted to intervene. 

No. 21206, Sub. 1, Wichita Chamber of Commerce et al. vs. 
Santa Fe et al. The Salina Chamber of Commerce permitted 
to intervene. 

No. 21067, Inland Box Corp. vs. Arkansas & Louisiana 
Missouri et al. Bogalusa Paper Co., Inc., permitted to intervene. 

No. 21164, Iola Cement Mills Traffic Assn. et al. vs. Abilene 
& Southern et al. Texas Portland Cement Co. and Trinity 
Portland Cement Co. permitted to intervene. 

No. 21223, Traffic Bureau, Moline Association of Commerce 
et al. vs. Alton & Eastern et al. Indiana Coal Trade Association 
permitted to intervene. 

No. 21160, Lake Charles Rice Milling Co., of Louisiana, Inc., 
vs. Santa Fe et al. New Orleans Rice Millers’ Association per- 
mitted to intervene. 

No. 15216, John M. Buckland, Trading as National Slag 
Co., vs. Boston & Albany (New York Central, Lessee), et al. 
That the order entered in this proceeding on August 15, which 
modified the order of May 14, so as to require the above- 
named defendants “according as they participate in the trans- 
portation” to establish the rates prescribed in the report in 
this proceeding only over routes having.the short mileage 
from point of origin to destination and routes the mileage 
over which is less than 115 per cent of the mileage over the 
short route, has been vacated and set aside; and, It is further 
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ordered, That the said order of May 14, as subsequently mogj. 
fied, has been further modified so as to require the establigp. 
ment of the rates prescribed in said report only over the 
cheapest available routes, that is, those routes composed of 
not more than three line-haul carriers, via existing connections 
for the interchange of carload traffic, which will result in the 
lowest rates, taking into consideration the joint-line differentia 
and the arbitrary for float service. 

No. 20968, and Sub. Nos. 1 and 2, James Gallagher et g) 
vs. Pennsylvania. Millers’ National Federation has been per. 
mitted to intervene. 

No. 17667, General Petroleum Corp. vs. Santa Fe et al. De. 
fendants’ application for modification of order denied. 


RATES ON PETROLEUM 


According to the testimony at the hearing in I. and S. 314 
and first supplemental order, petroleum and its products from 
points in Wyoming to points in North Dakota, South Dakota, 
Montana, Iowa, Minnesota, and Nebraska, which began at Chi- 
cago September 26 before Examiners Johnson and Crowley, the 
tariffs under suspension were published with the intention of 
reestablishing approximately the same relationship between the 
rates to that territory from Casper, Wyo., and points grouped 
therewith, on the one hand, and from group 3 in Oklahoma to 
that territory, on the other hand, as existed prior to the reduc. 
tions required by the Commission’s order in the so-called mid. 
continent oil case of 1925. 

The destination territory primarily involved, as explained 
at the hearing, is that of the two Dakotas and northern Min- 
nesota. Where reductions were made to points outside of that 
territory, they were required by operation of the fourth section, 
according to the testimony. 

A large part of the testimony in support of the tariffs was 
directed to showing the importance of the oil traffic to the car. 
rier respondents and that the proposed rates would be reason- 
ably compensatory. 

A. F. Cleveland, assistant freight traffic manager, C. & N. W., 
the first witness to appear in support of the suspended tariffs, 
said it might seem somewhat anomalous that the carriers should 
be seeking reductions on the traffic in territory where it was 
generally their contention that the rates were too low, but that, 
in the case of the North Western alone, it was faced with the 
dilemma of accepting either a loss in revenue of in excess of 
$360,000 annually, from the reductions in rates proposed, or a 
loss of approximately $1,723,000 through the loss of the traffic. 
“We were confronted not only with the necessity of preserving 
our own interests, but those of the largest industry in Wyoming,” 
he said. A serious curtailment of the refineries in that state 
would place the C. & N. W. in a serious position, he said. It 
was his opinion that, if reductions were not made from Casper 
to correspond with those from Oklahoma, the tonnage would 
shift to the latter. As an illustration of how important the oil 
traffic was to his line, he said 84 per cent of all the tonnage 
originated by it in Wyoming in 1927 was petroleum and petro- 
leum products. A great deal of other traffic not actually oil, he 
said, was directly attributable to the oil industry and dependent 
on its prosperity. “The Casper tonnage is our very life blood,” 
he declared. It was not his position to defend the suspended 
rates as reasonable maximum rates, he said, but to show that 
they compared favorably with those prescribed by the Commis- 
sion from Oklahoma. It was his opinion that those rates were 
too low, he said, but, transportation conditions considered, the 
rates proposed from Casper were as productive of revenue as 
the Commission-made rates. Exhibits introduced by him showed 
that the average of the reductions proposed to a large number 
of points on his line from Casper was 7.897 cents, as against 
an average reduction to the same points from Oklahoma of 8.57 
cents. “This emphasizes,” he said, “that nothing has been done 
that might constitute discrimination against the mid-continent 
field.” It was his position that the latter was doing a “substan- 
tial” business in the territory prior to the reductions. Exhibits 
presented by him showed that the earnings per car-mile under 
the rates proposed from Casper would be “uniformly higher” 
than those accruing under the rates prescribed by the Com- 
mission from Oklahoma. 

According to G. A. Hoffelder, assistant general freight agent, 
Cc. B. & Q., approximately 60 per cent of the tonnage originated 
by his line in Wyoming was oil traffic. ‘Unlike in other cases,” 
he said, “the Commission is here called on to pass on whether 
the suspended rates would be unduly discriminatory against the 
southwestern producers and as to whether the rates are in and 
of themselves compensatory and would not put a burden on 
other transportation. The Commission is not asked to deter- 
mine whether these are reasonable maximum rates.” Car-mile 
earnings under the suspended rates, averaged to a large number 
of representative destinations served by his line, would be 42.9 
cents, according to him, as against 46.8 cents under present 
rates from Casper. Similar figures showing the earnings pro- 
duced by the rates from the Oklahoma refineries, showed, ac- 
cording to him, that the suspended tariffs were amply justified. 

J. G. Morrison, general freight agent, Northern Pacific, called 
attention to the fact that the defendant carriers in the south- 


erase a sa Ss PR 


ts te hin Aa oh af oer a. os 








modi- 
blish- 
r the 
led of 

tions 


N the 
entia] 




























et al, 
Der- 





De- 












september 29, 1928 


yest, at the time of the mid-continent case, gave as one of the 
reasons why their rates should not be reduced the fact that the 
rates from Wyoming and Montana were so closely related that 
any reductions from the southwest would require similar reduc- 
tions from there. He said that, aside from the fact his line got 
a longer haul on the traffic that originated in Wyoming, it felt 
compelled to protect the adjustment that was in effect prior 
to the reductions from Oklahoma. At the time the oil industry 
developed in Wyoming, he explained, the rates were checked in 
from there with direct reference to the adjustment from Okla- 
homa, and that relationship, in his opinion, was proper. 

“Qur consideration has not only gone to the question of 
whether we get as much revenue on the Oklahoma oil as on 
the Casper oil,” said R. C. Sanders, assistant general freight 
ageit, C. M. St. P. & P., “but rather that the relative level from 
Wyoming should be kept on a proper basis, taking into con- 
sideration what the Commission required from Oklahoma. Like 
the other witnesses, I feel that the basis required is not ade- 
quate, but the relationship between the two territories is so 
well established that it cannot be disregarded.” 

Against the vigorous protest of J. F. Lawrence, counsel for 
Oklahoma oil interests, who protested allowance of the schedules, 
operating testimony was introduced to show that the origination 
of the traffic was especially economical. Mr. Lawrence con- 
tended that, since he was not in a position to show similar 
facts surrounding the origination and handling of the traffic 
from Oklahoma, and the case was one of relationship, the oper- 
ating testimony should not be allowed. 

At the close of September 27, the following witnesses had 
also testified in support of the suspended schedules: P. B. 
Beidelman, general freight agent, Great Northern; E. F. Rice, 
assistant general freight agent, Soo Line; B. F. Moffett, assistant 
traffic manager, M. & St. L.; N. E. Pangle, assistant superin- 
tendent, C. & N. W., and J. C. Grissinger, division superintendent, 
Burlington, at Casper. 


COAL ORDER MODIFIED 


On application of the Pennsylvania and the New York Cen- 
tral, the Commission has modified its order of July 2, in No. 
18111, Corning Glass Works et al. vs. New York Central et al., 
so as to require the carriers, not later than October 10, upon 
not less than 15 days’ notice, to publish rates on bituminous 
coal, as follows: 


. « » from the Clearfield district in Pennsylvania and from other 
origin districts in Pennsylvania and West Virginia from which the 
rates are assailed in this complaint, rates which from _the Clearfield 
district shall not exceed, per ton of 2,240 pounds, $2.59 to Corning, 
N. Y., from mines on the Pennsylvania Railroad over (1) the route 
of the Pennsylvania Railroad to Elmira, N. Y., and the Delaware, 
Lackawanna & Western Railroad beyond, and the route of the 
Pennsylvania to Elmira and the Erie Railroad beyond, over which 
routes a rate of $2.84 per ton of 2,240 pounds now applies, and (2) 
the route of the Pennsylvania Railroad to Newberry Junction, Pa., 
and the New York Central Railroad beyond, over which a rate of 
$2.71 per ton of 2,240 pounds now es: $2.85 to Itha Ham- 
mondsport, Penn Yan, Geneva and inghamton, N. Y.; $2.72 to 
Dundee and Montour Falls, N. Y.; and $2.49 from mines on the 
Buffalo Rochester & Pittsburgh Railroad, Buffalo & Susquehanna 
Railroad, Pittsburg, Shawmut & Northern Railroad, and Pittsburg 
& Shawmut Railroad and $2.72 from mines on the Pennsylvania Rail- 
road via Elmira, to Canisteo and Hornell, N. Y.; and from the other 
origin districts shall not exceed the rates from the Clearfield district 
plus the present differentials, if any, over that district from the re- 
spective districts of origin, provided: that to Corning, N. Y., the rates 
from the other origin districts shall not exceed the rates from the 
Clearfield district to Corning, plus the present differentials over that 
district from the respective districts of origin to Elmira, N. Y 


COTTON TRANSIT CASES 


The Commission, by means of a notice in No. 16527, Augusta 
Cotton Exchange et al. vs. Georgia & Florida et al. and the 
complaints joined with it, 146 I. C. C. 245, has indicated how 
those interested in devising methods for carrying into effect 
the decision shall proceed in making representations on the 
subject involved. The decision contained findings as to rates, 
rules, regulations and practices pertaining to the transit of 
cotton of carriers serving cotton producing territory east of 
the Mississippi. The notice was given on account of the uncer- 
tainty of parties as to how they should proceed. For their 
enlightenment, the Commission’s notice says: 


In the report in the above-entitled proceedings, Augusta Cot- 
ton Exchange vs. G. & F. Ry., 146 I. C. C. 245, decided July 6, 1928, 
it was said, page 272: 

No order will be entered in Nos. 16527, 16900, 15448, and 19360, 
but the record will be held open for a period of 60 days for con- 
5 nee of such representations, if any, as the parties may desire 

e. 

Various inquiries have been received indicating that certain par- 
ties were uncertain as to the manner and form in which the rep- 
resentations mentioned in the above excerpt from the report should be 
made. Requests for extension of time have also been received. Due 
to the fact that the members of Division 1, which decided this case, 
have been absent from Washington, it was impracticable to take 
any definite action at the time. 

Division 1, has given consideration to the correspondence re- 
ceived and desires to advise that it was the intention that any rep- 
resentations that the parties might desire to offer should be sub- 
mitted in a formal manner the same as in the case of a formal 
petition. Certain parties have already submitted representations in 

S form. The purpose of this prvcedure is to enable Division 1 to 
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be apprised within a specified time of the views of all interested 
parties and to enable it to determine what, if any, further steps 
should be taken. The time for submitting the representations men- 
tioned is hereby extended to November 15, 1928. 

Counsel for complainants in Nos. 16527, 16900 and 15448, has 
suggested that a conference of all interested parties be arranged 
for the purpose of giving consideration to the report of the Com- 
mission herein, to be presided over by a representative of the Com- 
mission. Division 1 is of the view that while it is possible that there 
would be no objection on its part to the attendance of a representa- 
tive of the Commission at such a conference, nevertheless any sug- 
gestions that he preside or take an active part therein or undertake 
to express either his personal views or the views of the Commission 
concerning any matter in controversy are disapproved. 


COAL CASES CONSOLIDATED 


The Commission has consolidated No. 17330, sub No. 1, 
Illinois Coal Traffic Bureau vs. Arkansas Valley Interurban et al. 
and No. 18025, Old Ben Coal Corporation vs. Alabama & Vicks- 
burg et al., and assigned them for further hearing, November 
15, before Examiner Hagerty at 10 a. m. at the Hotel Chase, 
St. Louis, Mo. In connection with the announcement of consoli- 
dation and assignment for hearing, the Commission gave the 
following notice: 


This further hearing is assigned for the purpose of giving the 
parties an opportunity to present additional evidence, to be directed 
primarily to the following points: 

1. The establishment with greater definiteness of: 

(a) The originating or shipping points, by name and railroad lo- 
cation, within each of the several Illinois coal-rate groups from which 
the rates in issue in the three complaints are applicable. 

(b) The descriptive boundaries of the several coal rate-groups, 
as now drawn, and approximately the square-mile area of each group; 

(c) The central shipping or ‘“‘key’’ point in each group, as related 
to representative points of destination in northern Missouri, southern 
Iowa, eastern Kansas and eastern Nebraska; 

(d) The short-line distances, as nearly as may be, between groups, 
measured from the central point of each group. 

(e) The existing tariff routes, and actual distances to representa- 
tive destinations in the destination territories defined in sub-para- 
graph (c) hereof, from each originating point in each rate group, 
designating the short-line route and the average distances over all 
routes not embracing more than three lines of railroad, 

It is requested that, as a matter of the most convenient facility, 
the information outlined above be assembled and supplied by the 
defendant carriers in exhibit form, and that copies thereof be dis- 
tributed to the interested parties at least 10 days before the date 
here assigned for the further hearing. 

. The elimination of any uncertainties in the issues and the com- 
position of any differences that may exist as to the material facts. 


WESTERN CLASS RATES 


The Railroad Commission of Kentucky and the Attorney- 
General of Kentucky, in a brief in No. 17000, part 2, western 
class rate investigation, say their principal interest in the pro- 
ceeding is to obtain overhead class rates between Kentucky 
and Western Trunk Line territary, relatively related to the 
rates between Central Freight Association and Western Trunk 
Line territory. They ask a rate adjustment that will permit 
Kentucky to participate in the commerce of Western Trunk 
Line territory, asserting that the existing adjustment denies to 
the greater part of, if not all, Kentucky the right to participate 
in such commerce. 


HOCH-SMITH HAY 


Hearings in No. 17000, part 10, hay rates within the western 
district, and Nos. 16502, 19222, and 12244, and fourth section 
application 13040, hay from South Dakota, will be held before 
Examiners Worthington and Walsh at 10 a. m., standard time, 
on dates and at places as follows: November 12, Omaha, Neb.,’ 
U. S. court rooms; November 15, Kansas City, Mo., Chamber of 
Commerce rooms; and November 26, Fort Worth, Tex., Hotel 
Texas. Dates and places of further hearings will be announced 
later. 


HOCH-SMITH LIVESTOCK 


The Northwestern Livestock Traffic League and a number of 
other livestock and agricultural organizations of the Pacific 
northwest and Idaho in brief and argument in No. 17000, part 
9, livestock, western district rates, among other things, say that 
their proposal is that, under the Hoch-Smith resolution, the 
southwestern scale extended, brought down to date just prior 
to Docket 15686, be applied upon carloads of cattle and calves 
from territory from which the Northwestern scale now applies 
and in the precise manner that it now applies as stated by the 
Commission on page 630, 109 I. C. C. 621, with minimum weight 
for standard cars of 24,000 pounds; and that the rates on sheep 
and lambs in double-deck be computed on a basis under which 
the revenue per double-deck car of sheep or lambs derived by 
the carriers will be the same, no more, no less, than that derived 
from a carload of cattle at the prescribed minimum of 24,000 
pounds. They say their proposal includes continuance of existing 
arbitraries for Chicago and St. Louis over St. Paul and Missouri 
River markets. A number of other suggestions are made. 

The American Farm Bureau Federation and other agricul- 
tural and live stock organizations, in a brief in No. 17000, part 
9, western live stock rates, say they believe that the continuance 
of the depression in agriculture is clearly and definitely estab- 
lished and that “if anything, the need for relief is greater today 
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than it was at the time of the passage of the Hoch-Smith 
resolution.” 

“We believe that this record clearly demonstrates that the 
carriers are materially higher in the scale of economic well- 
being than are the agriculturists of this western district, even 
on the basis of their own figures, and that we may confidently 
expect that operating costs, particularly with respect to main- 
tenance costs, will be less in the future than they have been 
for the four years last past, which will increase the net revenue 
by considerable proportions, so that under the present level of 
rates we could expect for the future that the carriers would 
be materially higher, in the matter of return upon capital in- 
vestment, than are the farmers,” it is asserted. 

“We submit that under the terms of the resolution under 
which this investigation is being conducted, that the carriers’ 
revenues cannot lawfully be increased at the expense of an 
industry as low down in the scale of economc well-being as is 
agriculture, but rather that under the terms of that resolution, 
rates upon live stock should and must be reduced to the lowest 
lawful level.” 


SHORT LINE DIVISIONS CASE 


Parties to No. 20540, Manistee & Northeastern vs. Ann Arbor 
et al., in which the short line seeks an increase of about $137,000 
in divisions from its trunk line connections, argue the questions 
at considerable length in briefs filed in that case. 

The complainant takes the position that the whole foundation 
for its case is that its line is a convenience and necessity, the 
abandonment of which the Commission, in 1925, declined to 
permit. From that it argues that the Commission, having refused 
to permit abandonment of the line, except a small part of it, 
the law casts a duty on the Commission to provide ways for its 
continued operation. The short line takes the further position 
that the Commission has an affirmative responsibility to the 
public independent of the interest of the Manistee & North- 
eastern. 

While the short line reminds the Commission of the duty, 
it really rests its case, according to the brief, upon the cold 
proposition that it is entited to its full proportion part of the 
cost of producing transportation in which it jointly participates. 
The short line points out what it calls the glaring injustice of 
the straight per diem system in car hire, discusses the rate pro- 
rate and mileage prorate methods of dividing rates and under- 
takes to show what it costs the Manistee & Northeastern to 
produce transportation and contends that the Commission has 
jurisdiction to divide.intrastate joint rates. It pointed out three 
methods for a readjustment of divisions but said it expected to 
rely in some part for the betterment of its condition upon an 
expected increase in traffic and hoped for relief from the present 
per diem basis. 

The transcontinental lines said they were only nominal par- 
ties to the case and said they should be dismissed’ therefrom 
because the question of primary divisions of joint rates between 
lines in the western group and those in the eastern group, with 
which the Manistee & Northeastern connected, were not in issue. 
They said they took the position here that they took in the 
New England divisions case, namely, that the question was one 
between the short line and the carriers in the group of which 
it was a part, namely, the group east of Chicago. 

The C. F. A. lines said that there was no evidence that the 
divisions were unjust, unreasonable and inequitable; that the 
financial condition of the complainant was not due to inadequate 
divisions; that the Leelanau Transit Line part of the Manistee 
& Northeastern was being operated without authority and that 
results from its operation should not be considered; and that the 
part of the line between Manistee and Traverse City, Mich., was 
not of sufficient importance to warrant its further maintenance. 


RATES ON CHIPBOARD, ETC. 


According to the testimony of Fred H. Behring, commerce 
agent, Southern Railway, at the hearing in I. and S. 3138, chip- 
board, fiberboard, and pulpboard. from Gulf ports to eastern 
points, at Chicago, September 25, before Examiners Johnston 
and Crowley, the tariffs under suspension were issued “to 
straighten out the. situation and put Rochester, N. Y., on a 
uniform basis with all base points in the territory.” 

The suspended tariffs restrict the routing on carload ship- 
ments from New Orleans and points grouped with it to Roch- 
ester and other points in Eastern Trunk Line territory taking 
the same rates from application via the Virginia and Maryland 
gateways. The tariffs were suspended on protest of the Celotex 
Company. 

According to the carrier witnesses, the rates to the rest of 
Eastern Trunk Line territory were made as combinations on 
Cincinnati, having been restricted from application via the gate- 
ways which the carriers sought to close in connection with the 
traffic destined to Rochester. With respect to the latter, they 
said, the routing had inadvertently been left open via the east- 
ern gateways. They testified as to the history of the rates and 
other matters, contending that the applicable rates were ex- 
cessively low and that the routing via the eastern gateways 
involved excessive and wasteful transportation. With reference 
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to the proportional rate of 29 cents from New Orleans to Cj 

cinnati, for a distance of 836 miles, Mr. Behring declared bn 
it was “clearly too low, considering the density of traffic _- 
operating conditions.” The rate beyond Cincinnati to Alban 1 
N. Y., for a distance of 712 miles, was 36 cents, he pointed out 
Ten exhibits of comparisons between the rates applicable from 
New Orleans to the destinations involved with those applicable 
from various other producing points for similar distances wane 
introduced by him. “It will be noted,” he said, “that, whereye 
the distances are approximately the same, the rates from the 
northern mills are higher than the rates from New Orleans." 
Though the commodities in question had a relatively high value 
he pointed out, the average earning on a car of celotex was $190 80, 
as compared to $243.09 on lumber. The car-mile earning on the 
shipments of celotex covered by his exhibits was 15.13 cents, as 
against 16.16 cents on lumber, and an average earning on all 
traffic in southern territory of in excess of 29 cents. 

C. A. Waggeneo, of the L. & N., also represented the re. 
spondents. 

William N. Webb, traffic manager, Celotex Company, listeq 
numerous commodities carried in the same tariffs as those ap- 
plicable to the fiberboard in connection with which there were 
no restrictions such as those the carriers seek to impose jn 
connection with the latter. Similarly, he showed that routing 
via the eastern gateways was open on the fiberboard from such 
points as Chattanooga and Knoxville, Tenn. “One of the reg. 
sons the Celotex Company protested the abandonment of gate. 
ways in Maryland and Virginia,” he said, “was that it would 
be deprived of facilities which it might need the use of at any 
time.” His company had used the routes in question previously 
he said, and, because of the occasional necessity for reconsign. 
ment, and for other reasons, might need them in the future. 
Routings via St. Louis and various Illinois gateways were open, 
according to him, which involved greater mileage than those 
via the eastern gateways. “Nothing will be accomplished for 
the carriers by closing the particular routes,” he said. 


KENTUCKY ASSAILS RATES 


The state of Kentucky, by complaint in No. 21373, has 
brought in issue rates between points in Kentucky and between 
points in Kentucky and points in Official, Illinois and Western 
Trunk Line territories. It is alleged that the citizens of Ken- 
tucky and the Commonwealth of Kentucky have been and are 
being subjected to payment of rates on all property, except 
certain specified commodities, between the points indicated, in 
violation of the first four sections of the act. 

Rates on coal, logs, lumber, fertilizer, bituminous rock, 
sand, gravel, chert, live stock, tobacco, ground limestone, brick 
and articles taking brick rates, clay and fluorspar, are excepted 
from the complaint without prejudice to adjustments now gov- 
erning movement, because of the special conditions surrounding 
the movement of such traffic, according to the complaint. 

Because of the unlawful rates, it is alleged, hundreds of 
thousands of native-born Kentuckians have been forced to 
migrate to other states to procure subsistence, and because of 
this forced migration, over 800,000 native-born Kentuckians are 
now residing in states other than Kentucky. 

It is impossible to develop the potential industrial possi- 
bilities of Kentucky under the present fabric of rates, it is 
alleged, and the farmers of Kentucky are being subjected to 
the payment of an undue portion of the revenues required by 
defendant carriers, contrary to the intent and purpose of the 
Hoch-Smith resolution. Other allegations follow: 


That, rates exacted in Kentucky on articles other than agricultural 
or for agricultural purposes are in an unjust proportion contrary to 
the intent and purpose of the Hoch-Smith resolution. 

That, the jobbing, manufacturing and wholesale interests in 
Kentucky are unable, because of excessive rates, to compete in ter- 
ritory naturally tributary, and are being almost wholly denied the 
right of participating in interstate commerce. 

That, no conditions exist, operating or otherwise, that will justify 
these disparities. 

hat, the privileges guaranteed citizens of a state, together with 
their right of having their commerce fostered and protected, is being 
denied Kentucky citizens and their property and property rights are 
being taken without due process of law and just compensation... - 

That, just, reasonable, non-preferential and non-prejudicial rates 
on all classes and commodities herein attacked should not exceed the 
contemporaneous rates applied to the movement of like traffic within 
and between the states north of the Ohio and east of the Mississippi 
Rivers and more particularly they should not exceed the contempor- 
aneous rates applied to the movement of like traffic in southern 
Illinois, Indiana and Ohio, West Virginia and that part of Virginia 
lying on and north of the east and west line of the Norfolk and 
Western Railway Company in Virginia. 


CHANGES IN DOCKET 


I. and S. 3164 (first supplemental order), bedding cars for 
live stock shipments in the southwest, was set for hearing 
September 25 at Fort Worth, Tex. 

I. and S. 3163 (first supplemental order), vinegar between 
St. Louis, Mo., or E. St. Louis, Ill., and Keokuk, Ia., was set for 
hearing September 28 at Keokuk, Ia. 

Finance No. 7103, application of Waco, Beaumont, Trinity, 
and Sabine Railway, under Section 20A, of interstate commerce 
act for authority to issue and sell certain securities, was set for 
argument at Washington, September 29. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(District Court, N. D. Texas, Dallas Division.) Hearing be- 
fore three judges on petition for interlocutory injunction held 
not to require trial before three judges, unless application for 
interlocutory injunction is pressed to determination.—Hi-Ball 
Transit Co. vs. Railroad Commission of Texas, 27 Fed. Rep. (2d) 


25. 

, Acts Tex. 40th Leg. (1927), c. 270, sections 3, 5 and 7, rela- 
tive to state’s regulation of transportation facilities by motor 
common carriers on highways, held unconstitutional, in so far as 
it applies to interstate commerce; jurisdiction over such com- 
merce being vested in national government.—Ibid. 

State Railroad Commission has authority over intrastate 
pusiness of carrying passengers over highways under Acts Tex. 
40th Leg. (1927), c. 270, sections 3, 7, relative to regulation of 
motor common carriers of passengers over highways.—Ibid. 

(Court of Civil Appeals of Texas. San Antonio.) Persons 
renting automobiles having seating capacity of not more than 
five persons, without driver, for private use of renters for any 
purpose desired, without supervision or requirement of operation 
over fixed route, held not liable for motorbus taxes, under Pen. 
Code 1925, art. 820, in view of statutory definition of “motorbus” 
under commercial vehicle act (Laws 1921, c. 131), sec. 16, as 
amended by Laws 1923, c. 75, sec. 16e, defining “motorbus” as 
passenger motor vehicle with seating capacity of more than 
seven persons; term being generally limited to vehicles traveling 
back and forth along fixed routes.—Campbell, Tax Collector, vs. 
Groh, 8 S. W. Rep. (2d) 712. 


DULUTH-ST. PAUL MEAT RATES 


The Commission has received the memorandum opinion of 

the court for the district of Minnesota, fifth division, in Armour 
and Co., Swift and Co., petitioners vs. United States, defendant, 
and Interstate Commerce Commission, intervening defendant, 
in which that court, composed of Circuit Judge Booth, and 
District Judges Cant and Sanborn dismissed the petition of 
the packers for an injunction forbidding the enforcement of 
the Commission’s order in Duluth Chamber of Commerce vs. 
Cc. St. P. M. & O., 98 I. C. C. 352. The Commission found the 
rates on fresh meats and packing house products from Duluth 
to St. Paul, Minn., unreasonable to the extent indicated and 
unduly prejudicial to the extent they exceeded the rates in the 
reverse direction, that is, from St. Paul to Duluth. 
; Petitioners, the court said, made no objection to the find- 
ing of unreasonableness. Their contention, it said, was against 
the finding under section about the rates from Duluth to St. 
Paul. It said there was little, if any, dispute as to the facts. 
They claimed, the court said, that from the facts the ultimate 
finding of undue prejudice should not have been made. The 
petitioners contended, it said, that the difference in rates did 
not constitute undue prejudice and that there could be no undue 
prejudice where no transportation was performed or desired by 
the party asserting that another was preferred. 

Under a finding of undue prejudice, generally, the carriers 
have the option of removing it either by raising one rate or 
lowering another, or filing an intermediate rate. The Com- 
mission, in this case, found.the rates from Duluth to St. Paul 
unreasonable to the extent they exceeded certain figures which 
were higher than those from St. Paul to Duluth. The court 
said that the complaint by the Duluth Chamber of Commerce 
was primarily in the interest of Elliott & Co., a packer at Du- 
luth. In the course of its opinion, the court said: 





It is a matter of rates with which we are concerned. If th 
bs ere 
jo A nen prejudice, it was because of the difference between the 
ound and the southbound rates. That such difference in rates 
be Sher cnsonable is not disputed. If such unreasonableness operated 
porte en stantial disadvantage of a person or concern desiring trans- 
that t - service, then undue prejudice would result. Petitioners claim 
- ere can be no complaint in such cases, unless by one of two 
: more competitors in the same line of business, seeking to reach 
iooommon market, over the same lines of traffic, and under condi- 
4 ns which are substantially the same. They claim that this case 

a comply with such requirements. 

_ etitiners aodn Elliott & Co. were competitors both at St. Paul 
~4 Duluth. These two points, and many others as well, taken to- 
oot er, may be considered as a unit for market purposes. All these 
ee are the common market of the competitors. “It is obvious that 
ite ints of destination might belong to the same market.” 
I ~~ oal & Coke Co. vs. Pennsylvania R. R. Co., 181 Fed. 403, 411. 
- here appears to be no ground for claiming that the conditions 
th raffic in the two directions were different. Presumably they were 
judi some. Beyond this, the Commissioners were entitled to take 
cial notice of the fact, if such it was, that from the standpoint of 
a ~ mechanical operation of the railway system, there was nothing 
ch would affect such presumption. The rates should have been 

€ same both ways and this is why they were held unreasonable. 
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In points, then, within the field of their common market, the 
rates were such that petitioners might deliver their products in the 
immediate vicinity of the plant operated by Elliott & Co., and there 
compete actively with that company, at a substantially less rate than 
Elliott & Co. could deliver its products over the same lines of railway 
in the opposite direction, in the immediate vicinity of the plants of 
the petitioners, and there compete with them. This put Elliott & Co. 
at a clear disadvantage with petitioners in the common market. 

The rates on livestock between St. Paul and Duluth are not in 
question here. They were and are the same both ways and were 
substantially higher than the rates on fresh meats and packing- 
house products. It is conceded that at the time in question Elliott 
& Co. were obliged to get most of its livestock from St. Paul, and 
to pay the higher rates thereon on shipments to Duluth. Although, 
therefore, the livestock rates are not here in litigation, they are 
of much significance and emphasize the unfairness of the low rates 
at which petitioners were allowed to ship their products to Duluth, 
and there offer them in competition with the products of Elliott & 
Co., on which, in the form of livestock, that company had been com- 
pelled to pay the high rates from St. Paul to Duluth. Such markedly 
low northbound rates on fresh meats and packing-house products, 
were distinctly prejudicial to Elliott & Co. A “disadvantage in 
any respect whatsoever” arising out of the maladjustment of rates, 
is ground for complaint under section 3, by the party suffering such 
disadvantages. In fairness, as between the competitors, having these 
conditions in mind, it was necessary either to lower the south- 
bound rates, on fresh meats and packing-house products, or to 
raise the northbound rates on said commodities, or to find some 
common intermediate rate which would be fair in both directions. 

(2) It cannot be said that transportation of the kind here in 
question was not performed or desired by Elliott & Co. The finding 
of the Commission on this point, which is necessarily involved in 
their general conclusion, cannot be disturbed. Evidence may be 
quoted which tends to show that even with the relief granted, there 
will be very little in the way of shipment in carload lots from Duluth 
to St. Paul. The number or amount of the shipments is not _im- 
portant. Presumably, Elliott & Co. hopes to enlarge and extend its 
operations. It has been anxious to market its surplus products at 
St. Paul. The testimony is that at certaim seasons of the year the 
adjustment of rates on carload lots would help that company ma- 
terially. The rates complained of, during the time of their existence, 
were a constant barrier in the way of shipments to St. Paul. From 
the evidence the Commission was justified in the conclusion which 
it reached upon this phase of the case. 

In view of the foregoing and of the reasons set forth by the 
Commission as the basis on which its decision rests, this court is 
of the opinion that the finding of undue prejudice by such Commission 
was warranted and that the petition should be dismissed for want 


of equity. 





ABANDONMENT QUESTION 


The Commission has been ordered to show cause, on October 
2, in Pittsburgh & Shawmut Coal Co., Title Guarantee & Trust 
Co. and J. J. Jermyn vs. Delaware & Northern Railroad Co., in 
the federal court for the northern district of New York, Albany, 
N. Y., why the petition of the receivers of that road should 
not be granted. The receivers have asked the court for permis- 
sion to abandon the operation of that road and sell its assets. 
The order to show cause runs to the Commission first, then to 
the Public Service Commission of New York, the attorney- 
general of the state and the railroad company. It was issued 
by District Judge Cooper. 

In another case similar to this one the Commission pointed 
out to the judge that the law required a railroad company de- 
siring to abandon operations to apply to it for an appropriate 
certificate, but that it had not done so. It also indicated to the 
judge that it was not according to law for the Commission 
to undertake the discharge of its duties in the room of another 
tribunal, on an order from such tribunal to show cause. 

The manner of dealing with that case is taken to mean 
that the Commission, in that way, warned the court to proceed 
with the law case on the possibility of someone having an in- 
terest in the matter going to a higher court to point out that the 
managers of the property of the bankrupt road had not com- 
plied with the statute requiring a carrier to obtain a certificate 
permitting abandonment before the taking of any steps. No 
answer was made to the order to show cause, the implication 
being that, in the absence of an application by the carrier for 
such certificate a court could not obtain jurisdiction to require 
the Commission to show cause why abandonment should not be 
permitted. 





C. F. A. FERTILIZER RATES 


Central territory railroads, in equity No. 8582, Akron, Can- 
ton & Youngstown et al. vs. United States, in the federal court 
for the northern district of Illinois, eastern division (Chicago), 
have asked for an injunction forbidding the enforcement of the 
order of the Commission issued in connection with Ohio Farm 
Bureau Federation et al. vs. Ahnapee & Western et al., 146 
I. C. C. 419, prescribing a distance scale on fertilizers and fer- 
tilizer materials in Central Freight Association territory. They 
allege the rates, if put into effect, will deprive them of property 
by causing an annual loss of $750,000, in violation of the fifth 
amendment to the Constitution of the United States. 

Hearing was set for September 28, but was postponed to 
October 4, at 10 o’clock in the morning in Judge Wilkerson’s 
court room in the federal building at Chicago before a three- 
judge court composed of Circuit Judge Page and District Judges 
Carpenter and Wilkerson. The Commission intervened and 
J. Stanley Payne, assistant chief counsel, was appointed to 
defend the order. Blackburn Esterline was designated to rep- 
resent the United States. L. P. Day and other central territory 
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railroad attorneys signed the bill, Mr. Day’s name being in such 
position as to indicate that he drew the bill. 

The usual formal averments in a bill of that sort were made, 
namely, that the Commission acted arbitrarily and contrary to 
the evidence in the case, showing disregard of the Constitution 
in the taking of the property of the carriers. In addition, the 
railroads declared that the order violated section 15-a in that 
it required a reduction in the rates notwithstanding the carriers 
were not, at the time the order was made, obtaining the revenue 
required to carry out the purpose and intent of that part of 
the statute. 

In addition to the customary averments the central territory 
lines asserted that the order of the Commission was based on 
proposals by complainants for reductions in rates on fertilizer 
between points in central territory, which proposals were ad- 
mitted in evidence by the Commission over the objections made 
by the court’s petitioners. The testimony in support of the 
proposals, to which the carriers objected, were characterized as 
immaterial, irrelevant and incompetent. In other words, that 
they proved nothing, or, in the language of the attorneys, they 
had no probative value. 

That point was also made in the so-called eastern salt case, 
22 Fed. (2d), p. 199, and the case brought by the railroads to 
prevent the enforcement of the Commission’s order requiring 
lower rates on deciduous fruits, from California to eastern des- 
tinations. The Commission’s answer to the contention about 
the admission of testimony of no probative value is the declara- 
tion of the court, in the Abilene Cotton Oil case, that the ad- 
mission, by an administrative body, of incompetent evidence 
did not vitiate its order. As to the allegation of a violation of 
section 15-a, the Commission’s answer is that that section, by 
express provision therein, does not forbid it to make changes 
in individual rates. 

CHICAGO SWITCHING RATES 

Hearing in docket 19610, switching rates in the Chicago 
switching district, and the cases joined with it, at Chicago, be- 
fore Commissioner Campbell, Examiners Faul and Wilbur, and 
Statistical Analyst B. T. Elmore, was concluded September 21. 

In response to a request of the Illinois commission, a num- 
ber of operating witnesses took the stand to answer questions 
as to the manner of compiling certain of the information used 
in the cost study. In response to questions as to whether the 
ears studied were actually followed throughout the period of 
service, it was developed that they were not. But, according 
the witnesses, the records were such that it was possible to 
obtain from them exact information as to the route followed, and 
that, coupled with an intimate knowledge of the yards and 
operating practices, made it possible to state accurately the 
units of service accorded. 

G. W. Oliver, statistical analyst employed by the shippers, 
briefly outlined his criticisms of the carriers’ method of comput- 
ing car repairs. He contended that the elements involved could 
not be reduced entirely to a time basis, but that a proper method 
would reflect, as basic considerations, both time and distance 
traveled. 

E. F. Sauer, special agent, Pennsylvania, summarized the 
contentions of the carriers. 


WOOL AND MOHAIR RATES 


The principal points stressed by the carrier witnesses at 
the hearing in docket 20743, and sub. 1, Widwest Wool Trade 
Association against the A. & R. and others, at Chicago, before 
Examiners Johnston and Crowley, in response to the complain- 
ant’s suggestion that the rates prescribed in the 1923 wool case 
on traffic from western territory to Boston be applied on the 
movement from territory west of W. T. L. and southwestern 
territories to C. F. A. destinations, was that the movement in 
question was shorter, a much greater percentage of it lay in 
high rated territory and the volume of the movement was not 
as large. 

George Hamilton, assistant to freight traffic manager, Union 
Pacific, testified that approximately a fourth of the wool origi- 
nated in 1927 which moved all-rail to the east was originated on 
his line, and that of that about 86 per cent was destined to Massa- 
chusetts. Only 1.38 per cent went to C. F. A. points, including 
Toronto, Ont., he said. While approximately 1,200 miles of the 
distance for which a rate of $1.40 was prescribed in the earlier 
case for a haul of 1,500 miles was east of the Mississippi River, 
only a fraction of that would be in the low rated territory east 
of the Mississippi on a movement to C. F. A. destinations, he 
pointed out. He also called attention to the fact that the traffic 
destined to C. F. A. territory did not have as great a total haul 
as that. moving to Boston, as justification for a higher level of 
rates on the former than on the latter. 

According to Henry Christianson, commerce assistant, C. B. 
& Q., the scale prescribed for application to the movement to 
Boston “contemplated a movement in excess of a thousand miles 
east of the Mississippi—the most favorable territory in the 
country. To apply that scale on a movement to C. F. A. points 
means its extension into Rocky Mountain territory.” Produc- 
tion in the United States has been constantly on the increase, 
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he said, and, along with that, the price was better now tha 
ever before. Further referring to the favorable condition of ¢ . 
industry, he cited statistics to show that foreign production a 
fallen off in recent years. He, as well as other carrier witnesses, 
made numerous comparisons between the. earnings Produced by 
the wool traffic and that produced by other commodities it 
support of the reasonableness of the present rates. A car ot 
wool, according to him, had a value of approximately $12,099 as 
against much lower values for wheat, canned goods and iron 
and steel, which produced greater revenue. “Iron and gteg] 
have a value about one-tenth that of wool,” he said, “ang yield 
substantially higher earnings.” 

A great deal of testimony was introduced with respect to 
the extremely unfavorable operating conditions in the territory 
in which the wool was originated, voluminous exhibits of rate 
comparisons were introduced and, despite the fact a great many 
of the rates attacked were below the classification basis, the 
Commission was said to have approved the fourth class rating 
in western territory and the third class rating in eastern ter. 


_ritory “on numerous occasions.” 


Testimony was also introduced by the following: H, J, 
Plumhoff, general superintendent, Union Pacific; J. J. Mahoney 
assistant superintendent of transportation, Santa Fe; A, A 
Johnson, assistant general freight agent, Southern Pacific; R, & 
Smith, assistant general freight agent, Northern Pacific; P, B, 
Beidleman, general freight agent, Great Northern; E. C. Stone, 
chief clerk, general freight department, D. & R. G. W.; W.¢ 
O’Hara, assistant chief clerk, freight traffic department, Santa 
Fe; Walter H. Smith, assistant to general freight agent, New 
York Central, and C. C. Plummer, special agent, Pennsylvania. 

The hearing ended September 21. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 15 
was the greatest for any one week so far this year, amounting 
to 1,138,312 cars, according to the car service division of the 
American Railway Association. This was an increase of 147,270 
cars above the preceding week this year, when loadings were 
somewhat reduced owing to the observance of the Labor Day 
holiday. The total for the week ended September 15 was also 
an increase of 10,669 cars over the same week in 1927, but a 
decrease of 40,947 cars below the corresponding week two 
years ago. 

Revenue freight loading the week ended September 15 and 
for the corresponding period of 1927, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 6,538 and 7,360; live 
stock, 2,791 and 2,889; coal, 40,166 and 41,470; coke, 2,035 and 2,464; 
forest products, 4,651 and 5,299; ore, 4,468 and 3,842; merchandise, 
L. C. L., 73,065 and 71,430; miscellaneous, 121,025 and 112,437; total, 
1928, 254,739; 1927, 247,191; 1926, 265,774. 

Allegheny district: Grain and grain products, 3,137 and 3,553; 
live stock, 2,514 and 2,810; coal, 44,799 and 43,467; coke, 4,935 and 
4,548; forest products, 3,299 and 3,348; ore,’ 12,886 and ,11,956; mer- 
chandise, L. C. L., 55,581 and 56,593; miscellaneous, 104,510 and 
98,642; total, 1928, 231,661; 1927, 224,912; 1926, 241,239. 

Pocahontas district: Grain and grain products, 227 and 218; live 
stock, 307 and 285; coal, 44,019 and 46,456; coke, 373 and 375; forest 
products, 1,549 and 2,221; ore, 121 and 96;:merchandise, L. C. L., 8,24 
and 7,866; miscellaneous, 6,874 and 7,146; total, 1928, 61,710; 1927, 
64,663; 1926, 61,797. , 

Southern district: Grain and grain products, 3,756.'and 4,254; live 
stock, 2,194 and 1,906; coal, 25,468 and 29,362; coke, 512 and 599; forest 
products, 19,904 and 21,423; ore, 1,099 and 1,164; merchandise, L. C. L, 
41,592 and 43,362; miscellaneous, 56,664 and 63,839; total, 1928, 151,549; 
1927, 165,909; 1926, 166,241. 

Northwestern district: Grain and grain products, 21,872 and_ 25,695; 
live stock, 8,547 and 7,987; coal, 6,445 and 7,200; coke, 1,314 and 1,235; 
forest products, 15,193 and 16,234; ore, 41,275 and 35,756; merchandise, 
L. C. L., 34,884 and 35,757; miscellaneous, 47,417 and-~ 45,869; total, 
1928, 176,947; 1927, 175,733; 1926, 185,827. ; ts 

Central Western district: Grain and grain products, 15,143 and 
14,265; live stock, 13,923 and 12,199; coal, 14,176 and 9,610; coke, 326 
and 311; forest products, 11,739 and 11,556; ore, 3,610 and 3,223; mer- 
chandise, L. C. L., 35,837 and 35,671; miscellaneous, 75,076 and 75,091; 
total, 1928, 169,830; 1927, 161,926; 1926, 169,758. 

Southwestern district: Grain and grain products, 6,341 and 5,310; 
live stock, 4,060 and 3,689; coal, 5,605 and 5,246; coke, 237 and_ 215; 
forest products, 9,176 and 9,197; ore, 471 and 474; merchandise, L. C. 
L., 17,154 and 17,871; miscellaneous, 48,832 and 45,307; total, 1928, 
91,876; 1927, 87,309; 1926, 88,623. 

Total, all roads: Grain and grain products, 57,014 and 60,655; live 
stock, 34,336 and 31,765; coal, 180,678 and 182,811; coke, 9,732 and 
9,742; forest products, 65,511 and 69,278; ore, 63,930. and 56,511; mer- 
chandise, L. s ., 266,713 and 268,550; miscellaneous, 460,398 and 
448,331; total, 1928, 1,138,312; 1927, 1,127,643; 1926, 1,179,259. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 





1928 1927 926 
Four weeks in January ........ 3,447,723 3,756,660 3,686,696 
Four weeks in February ....... 3,589,694 3,801,918 3,677,332 

Five weeks in March 4,982,547 4,805,7 
Four weeks in April 3,875,589 3,862,703 
Four weeks in May 108,472 4,145,82 
Five weeks in June as 4,995,854 5,154,981 
Four weeks in July............- 3,913,761 4,148,118 
Four weeks in August........... 4,230,809 4,249,846 4,388,11 
Week ended September 1....... 1,116,948 1,117,360 1,143,448 
Week ended September 8....... 991,042 989,799 1,024,998 
Week ended September 15...... 1,138,312 1,127,643 1,179,25 
oe assassin Pictn 
TS SCR eee eee 35,877,147 36,919,449 37,217,173 
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Freight Rates 


forty-First of a Series of Fifty-Two Articles on This Subject, Written for The Traffic World, 


by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


The Montana Common Points Rate Adjustment 


Along the northwestern boundary of Western Trunk Line 
Territory, separating this rate district from Transcontinental 
Territory, are the Montana common points, which partake 
partly of the rate structures of both the Western Trunk Line 
and Transcontinental territories. It is a buffer territory, much 
like, in a rate sense, the neutral nations between the larger 
European powers. The rate structure within Montana, applic- 
able in connection with intrastate commerce, is influenced, to 
a greater or less extent, by the intrastate rate adjustments of 
the neighboring northwest and Pacific northwestern states of 
the Dakotas, Washington, Oregon, and Idaho. Two general 
scales of distance rates are used by the carriers of the state— 
a general or standard mileage scale, applicable generally 
throughout the state, and a distributing scale, lower than the 


Table No. 1 
CLASS RATE SCALES APPLICABLE BETWEEN MONTANA 


MON POINTS, ANACONDA, BUTTE AND HELENA, 
-_ AND WESTERN TRUNK LINE GROUP 


Rates in Cents Per One Hundred Pounds 


B Cc 
153-129 . 
153129 
126 
126 
126 
126 
126 
126 
126 
116 
116 
94. 
108 
126 
126 
116 
116 
111 
97. 
236-200 95 


general or standard scale, used at competitive points where 
lower rates are needed to facilitate distribution. Scales based 
on distance are used for classes and commodities and specific 
commodity rates made with little reference to distance are 
quite common in intrastate commerce in Montana. 


The Interstate Rate Structure 


The rates in force between points in Montana are influ- 
enced generally by the rates in effect between Spokane, Wash- 
ington, and other territories, by those applicable between Utah 
common points and other rate districts, and by the Colorado 
common points rate adjustment. Montana is divided into a 
number of groups for interstate interterritorial rate-making pur- 
poses, each group centering around an important city, town, or 
railroad junction point. The rates between these groups and 
Points in other territories are based on the rates in effect be- 
tween the important common point groups and the points in 
other traffic districts. In some cases the rates are differentially 
under the common point rates, while in other cases they are 
arbitrarily over the common point rates. 


Common Points 


The key groups or common points that control the Montana 
interstate interterritorial structure are Butte, Helena, and Ana- 
conda, Montana. Other important groups, selected from among 





more than two hundred groups, include: Billings, Baker, Miles 
City, Lewistown, Gypsum, Winnett, Great Falls, Deer Lodge, 
Missouri, Shelby, Livingston, Alberton, Choteau, Menard, Yellow 
Sulphur Springs, Homestead, Enid, Medicine Lake, Antelope, 


Table No. 2 
REPRESENTATIVE WESTBOUND GENERAL COMMODITY 
RATES FROM WESTERN TRUNK LINE GROUPS TO 
MONTANA COMMON POINTS 
Rates in Cents Per One Hundred Pounds 


Commodities and Destination Groups—<Agricultural Implements 


From 
St. Kansas 
Paul Omaha 
147 147 


To 
Billings 
Harlowton 
Great Falls 
Lewiston 
Livingston 
Butte 
Helena 
Missoula 
Kalispell 


Billings 
Harlowton 
Great Falls 
Lewiston 
Livingston 
Butte 
Helena 
Missoula 
Kalispell 


croton 





Havre, Shelby, Manchester, Flume, Grizzly, Troy, Ulmer, Dowlin, 
Custer, Bridger, Red Lodge, Columbus, Wheat Basin, Florence, 
Big Timber, Bozeman, Chadborn, Gardener, Three Forks, Ham- 
ilton, Logan, Rapelje, and Trident. 

Related groups in Wyoming, included in the territory, in- 
clude: Cody, Powel, Avarda, Basin, Clearmont, Cowley, Dietz, 
Frannie, Garland, Graybull, Kirby, Kleenburn, Lariat, Lovell, 


Table No. 3 


REPRESENTATIVE EASTBOUND GENERAL COMMODITY 
RATES FROM MONTANA COMMON POINTS TO 
WESTERN TRUNK LINE GROUPS 


Rates in Cents Per One Hundred Pounds 
Commodity and Original Groups—Cereal Products, Wheat Flakes 
—To paeuates Groups——————_-, 
t 


eee oe 
Chi- St. % Kansas Den- 
: Paul Omaha City 
71 71 71 


Harlowton 
Helena 
Lewiston 


Livingston 


Billings 
Harlowton 
Great Falls 
Lewiston 
Livingston 
Butte 
Helena 
Missoula 
Kalispell 


COC g1 organo oir 


o 
o 
ao 





Parkman, Powell, Ranchester, Sheridan, Thermopolis and Wor- 


land, Wyoming. 


Eastern Groups 


The territory east of Montana and Wyoming in Western 
Trunk Line territory, including points in Illinois, South Dakota, 
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Wer minals 


I ocate dt: Modern Equipment- 
Fast Service-LowRates 


ENTRALIZED supervision and operation assures 
high efficiency and uniform service to vessels and 
cargo interests alike. Waterside storage eliminates one or 
two transfers. Large electric elevators provide for safe 
movement of merchandise. Direct transfer Ship- Rail 
except in New York, where the terminal is located with- 
in “free lighterage limits”) provides for the handling of 
cargoes with utmost safety and dispatch. Fire-proof build- 
ings with modern equipment bespeak low insurance rates. 








RAN 


An organization rendering efficient, economical service 
to great numbers. 





BOSTON TIDEWATER TERMINAL, INC. NORFOLK TIDEWATER TERMINALS, INC. 
J. M. Hoffman, V. P. & Gen’l Mgr. J. A. Moore, Manager 





666 Summer Street, Boston, Mass. Norfolk, Va. 
ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE CoO. 
G. W. Green, V. P. & Gen’l Mgr. W. S. Bishop, Gen’l Mgr. 
17 State Street, New York Seneca and Hamburg Sts., Buffalo, N. Y. 
PHILADELPHIA TIDEWATER TERMINAL MERCHANTS WAREHOUSE CO. 
G. M. Richardson, Gen’l Mgr. & Treas. Snowden Henry, Supt. 


10 Chestnut Street, Philadelphia 10 Chestnut St., Philadelphia 
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North Dakota, Kansas, Iowa, Minnesota, Nebraska, Missouri, 
Wisconsin and Colorado, is divided into sixty-three groups, which 
in turn include several sub-groups. Class and commodity rates 
are constructed between these groups and the Montana common 
points and other Montana rate groups. Points sometimes re- 
ceive different rate bases or group locations for construction 
of class rates and for commodity rates. Different bases are 
also given, in some cases, based on restrictions as to routes or 
gateways that may be used. 

Important Western Trunk Line groups or rate bases in- 
clude, Chicago, Ill.; St. Louis, Mo.; St. Paul, Minn.; Omaha, 
Neb.; Kansas City, Mo.; Denver, Colo.; Williston, N. D.; Mo- 


Table No. 4 


REPRESENTATIVE MISCELLANEOUS COMMODITY RATES 
FROM OR TO MONTANA COMMON POINTS 


Rates in Cents Per One Hundred Pounds 


Commodity 
Carbon Black. 
Art Carpet 
Art Carpet......... ..-Group J Points. Butte, Mont 
OGRMIGRL. cc cccccccqoes -Chicago, Ill Billings, Mont.... 
Oatmeal.. St. Louis, Mo... Billings, Mont.... 
Oatmeal ...St. Paul, Minn.. Billings, Mont.... 
Building Terra Cotta.. Denver, Colo....Butte, M 
Building Terra Cotta.. Denver, Colo....Great Falls, Mont. 
Building Terra Cotta.. Denver, Colo. 

Blacksmith’s Coal St. Louis, Mo... Billings, Mont. ... 
Blacksmith’s Coal St. Louis, Mo... x 
Blacksmith’s Coal ... Great Falls, Mont. 
Blacksmith’s Coal ... Helena, Mont 
Blacksmith’s Coal ...- Harlowton, Mont. 
Blacksmith’s Coal..... ....Lewiston, Mont.. 


From To 
Baker, Mont....Denver, Colo 
Group J Points. Anaconda, Mont. sai 


Omaha, Neb. .... 18 
Kansas City, Mo.. : 


Dry Shee 
Havre 


Sugar Making Mchy... 
Sugar Making Mchy... St. Louis, Mo.. and Glas- 
Sugar Making Mchy... St. Paul, Minn. . gow, Mont. 
Power Shovels St. Paul, Minn.. Colstrip, Mont.... 
Power Shovels .. Forsythe, Mont... 
Power Shovels .- Nichols, Mont..... 
Power Shovels St. Paul, Minn.. Roundup, Mont... 


EB—Eastbound. WB—Westbound. 


PEREPELCECERERERR EERE RTS 


= 
r 


bridge, S. D.; Aberdeen, S. D.; Mitchell, S. D.; Sioux Falls, 
S. D.; St. Joseph, Mo.; Dickinson, N. D.; Fargo, N. D.; Bismarck, 
N. D.; Wahpeton, N. D.; Crookston, Minn.; Grand Forks, N. D.; 
Devils Lake, N. D., and Minot, N. D. 

Class rates between these Western Trunk Line groups are 
based on key scales in effect between the Montana common 
points and the Denver, Kansas City, St. Louis, Chicago, Fargo, 
and St. Paul groups. The relationship between these scales, 
which apply, as a rule, in both directions between the Western 
Trunk Line groups and Montana common points, are illustrated 
in Table No. 1. 

Class rates between other groups in Montana and these 
Western Trunk Line groups are made either over or under these 
key scales. Commodity rates between Montana and Western 


Table No. 5 


EASTBOUND CLASS RATES FROM MONTANA COMMON 
POINTS TO EASTERN GROUPS 


Rates in Cents Per One Hundred Pounds 


3 4 A 
374 300 
344 281 
329 


313. 
304.5 


Trunk Line group points are constructed on one of two general 
plans, either general commodity rates applicable between the 
common points and points taking the same rates, on the one 
hand, and strategic Western Trunk Line groups, on the other, 
or specific or miscellaneous commodity rates between specifically 
enumerated points or groups in Montana and in Western Trunk 
Line Territory. The general commodity rates are not always 
the same in both directions, nor are rates always available be- 
tween the same points or groups westbound as eastbound. 
When specific or miscellaneous commodity rates are lower 
than general commodity rates embracing the same commodities 
from or to the same destination groups or points and the same 
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origin points or groups, the lowest bases of commodity ra 

are applicable to the traffic, if the commodity descriptions apply 
to the articles. The establishment of either general or specifi 
commodity rates removes the application of the class ra , 
except that class rates may be used as alternatives in building 
combination rates through the use of several sections of the 
Montana tariff.* General and specific commodity rates a 
shown in tables 2, 3, and 4, respectively. 


General Group Rates 


Class and commodity rates between Montana common points 
and the rest of the United States east of Montana are Made 


Table No. 6 


WESTBOUND CLASS RATES FROM EASTERN GROUPS TO 
MONTANA COMMON POINTS 


Rates in Cents Per One Hundred Pounds 


394.5 329 272 228 14713 
353.5 294.5 246.5 207 5 138.5 1i2'8 





by dividing the United States into a number of groups or zones 
designated by the letters A to N, inclusive, including several 
sub-groups—groups C-1, K-1 and L-l1—and omitting the letter I. 

Stations in the following states are located in the groups 
shown below: 

Group A includes all points in Connecticut, Delaware, Dis- 
trict of Columbia, Maine, Maryland, Massachusetts, Vermont, 
New Jersey, Rhode Island, and New Hampshire, and stations 
in parts of New York, Pennsylvania, Virginia, and West Virginia. 

Group B includes points in parts of Kentucky, New York, 
Ohio, Pennsylvania, and West Virginia. 

Group C includes points in portions of Indiana, the south- 
ern peninsula of Michigan, and in .Ohio. Group C-1 includes 
stations in part of Indiana. 

Group D includes stations in portions of Arkansas, Illinois, 
Indiana, Kentucky, Louisiana, the northern and parts of the 
southern peninsula of Michigan, Mississippi, Missouri, Tennessee, 
and Wisconsin. 

Group E includes points in parts of Arkansas, Illinois, Iowa, 
Minnesota, Missouri, Oklahoma, South Dakota, and Wisconsin. 

Group F includes stations in portions of Iowa, Kansas, 


Table No. 7 


REPRESENTATIVE GENERAL COMMODITY RATES FR 
EASTERN GROUPS TO MONTANA COMMON POINTS 


Rates in Oents Per One Hundred Pounds 


oe 
Toups c esters Ss 
A seoee 180 221 170 
ecoee Al 155 
1 148 

148 


140 


Minnesota, Missouri, Nebraska, North Dakota, South Dakota, and 
Wisconsin. 

Group G embraces stations in portions of Colorado, Kansas, 
Nebraska, and Wyoming. 

Group A includes points in parts of Arkansas, Louisiana, 
New Mexico, South Dakota, and Wyoming. 

Group K points are in portions of the southern states of 
Florida, Georgia, North and South Carolina, Tennessee, and 
Virginia. Group K-1 points are in a portion of Florida. 

Group L points are also in the south in portions of Alabama, 


1Agent H. G. Toll’s Tariff, I. C. C. No. 1207. 
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Florida, Georgia, Kentucky, North Carolina, Tennessee, and 
inia. Group L-1 points are in part of Florida. 

Group M points are also southern stations in Alabama, Flor- 
ida, Georgia, Kentucky, Louisiana, Mississipi, and Tennessee. 

Group N points are in portions of New Mexico and Texas. 

Class and commodity rates are applied from Montana points 
to these great territorial groups, observing the transcontinental 
rates from the Spokane group as maxima. The points of origin 
in the Montana territory are blanketed for the construction of 
these eastbound rates, shown in Table No. 5. 

Table No. 6 shows the currently effective westbound class 
rates from the eastern groups or zones to the blanketed Mon- 
tana common points. In the construction of these rates the 
transcontinental rates to the Spokane group are observed as 
maximum rates. 

General commodity rates are made from the eastern lettered 
groups to Montana common points in much the same way as 
class rates, except that there is a greater tendency to blanket 
the rates from several or a number of eastern groups. Table 
No. 7 shows the relationships in a selected group of representa- 
tive general commodity rates applicable from the eastern groups 
to Montana common points. 

Miscellaneous commodity rates are made to Montana com- 
mon points from the lettered groups, from specific points or 
groups of origin, or from thirty-two numbered groups in the 
northwestern states of North Dakota, South Dakota, Minnesota, 
and Wisconsin. 

Eastbound commodity rates from Montana points are con- 
structed by dividing Montana stations into two groups—groups 
1 and 2—and by dividing stations in Iowa, Wisconsin, South 
Dakota, Minnesota, Illinois, Nebraska, Kansas, Michigan, Mis- 
souri, and Indiana into thirty-two numbered groups, designated 
by the numbers 1 to 32, inclusive. 


Distance Rates ° 


Scales of distance rates are provided as maximum rates to 
be used alternatively whenever the distance rates are lower 
than the class, general commodity, or specific commodity rates 
published to or from Montana. In addition to distance class rate 
scales, commodity distance rates are provided on grain, grain 
products, hay and straw, brick, sand, stone, and lumber. These 
distance rates are restricted in application between points in 
Montana and stations in Minnesota, North Dakota, and South 
Dakota. ; 

The scales of class rates are based on 5-mile blocks from 
5 to 750 miles, and on 10-mile blocks for distance of over 750 
to 950 miles. Selected distance rates are shown in Table No. 8. 


Basing Rates 


Basing rates are provided for use in connection with west- 
bound traffic by combining the basing rates published from the 
points of origin to the basing points with the rates published 
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between the basing point and points of destination, if such com- 
binations make lower rates than the published through rates on 
the same kinds of traffic. 

In like manner, basing rates are constructed for use in 
making eastbound rates by combining rates from Montana origi- 
nating points to the basing points with the eastbound basing 
rates from the basing points to the ultimate destinations. 

Outstanding basing points include: St. Paul, Minn.; Min- 
neapolis, Minn.; Duluth, Minn.; Minnesota Transfer, Minn.; 
Chicago, Ill.; Omaha, Neb.; Sioux City, Ia.; Sioux Falls, S. D.; 
East St. Louis, Ill.; Memphis, Tenn.; New Orleans, La.; Kansas 
City, Mo.; Denver, Colo.; St. Louis, Mo.; Hoopeston, IIl.; Rob- 
inson, Ill.; Milwaukee, Wis.; Danville, Ill.; Buffalo, N. Y.: 
Kewaunee, Wis.; Manitowoc, Wis.; Marinette, Wis.; Menomi- 
nee, Mich.; Fonda, N. Y.; Galena, Kan.; St. Joseph, Mo.; Wat- 
seka, Ill.; Hastings, Minn.; Gary, Ind.; Hobart, Ind.; Wichita, 
Kan.; St. Cloud, Minn.; Mt. Carmel, Ill.; New Richmond, Wis.; 


Table No. 8 


REPRESENTATIVE DISTANCE CLASS RATE SCALES APPLI- 
CABLE BETWEEN MONTANA POINTS AND 
POINTS IN NORTHWEST 


Rates in Cents Per One Hundred Pounds 


CSS | 
B 


231 198 
241.5 207 





Colorado Springs, Colo.; Caspar, Wyo.; Jordan, Minn.; Depew, 
N. Y.; Metropolis, Ill.; Westport, Ind.; Youngwood, Pa.; Cor- 
rectionville, Ia.; Joliet, Ill.; Red Wing, Minn.; Iowa Falls, Ia.; 
Waterloo, Ia.; Alton, Ill.; Cincinnati, O.; Marengo, Wis.; Law- 
renceville, Ill.; Ottumwa, Ia.; Detroit, Mich.; Toledo, O.; Far- 
rington, Ill.; East Hannibal, Ill.; East Fort Madison, Ill.; Black 
Rock, N. Y.; Lancaster, N. Y.; Cairo, Ill.; Laurel, Mont.; 
Manilla, Ia.; Decatur, Ill.; East Clinton, Ill.; Humrick, IIL; 
Peoria, [Ill.; Westport, Ind.; Itaska, Wis.; Superior, Wis.; 
Chattanooga, Tenn.; New Stanton, Pa.; Bismarck, N. D.; Sa- 
vannah, Ill.; Rock Island, Ill.; Dunkirk, N. Y.; Davenport, 
N. D.; Latrobe, Pa.; Hudson, Wis.; Helena, Ark.; Mankato, 
Minn.; Council Bluffs, Ia.; Pueblo, Colo.; Beach, N. D.; Lock- 
port, N. Y.; Wadena, Minn.; Crisman, IIl.; Dyer, Ind.; Hustle, 
Ill.; Metcalf, Ill., and Johnsonburg, Pa. 





A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
(No anonymous letters or communications bearing fictitious signatures will be published.) 





INLAND WATERWAYS 
Editor The Traffic World: 

Have read with some interest reply by Frank H. Miller, 
which appears on page 598 of your issue dated September 15, to 
my article on inland waterways. 

In writing about this matter I did so as a private citizen, 
Possessing more than thirty years of transportation experiénce, 
and with a feeling of some responsibility to the public at large 
who, in their loyalty to their government, and lack of knowledge 
as to transportation matters, are led to believe in and support 
some great project without knowing the facts until too late. 

No one has yet been able to measure accurately the reason- 
ableness of a particular freight rate, but certainly there are 
scientific standards, for measuring the reasonableness of the 
expenditure of millions of dollars on a transportation project, 
and everyone who has followed transportation knows this. For 
the benefit of Mr. Miller, I would state that the real test is a 
Showing to the bankers that the proposition will pay. If this 
can be done, the thing has merit, and the money can be ob- 
tained; otherwise, the project is not worth ¢onsideration, since 
it becomes unsalable merchandise. 

Proponents of inland waterways may be likened to sons of 
wealthy parents or those having rich uncles on whom they may 
call for funds to satisfy their longings. If these boys could get 
Someone else’s uncle to finance their plans, it would be a dif- 
ferent story, and it is just here that people who know may 
point to the fallacy of such plans in general. 





? 
oo 


Bankers throughout the country are eager for big invest- 
ments and if any inland waterway could be placed in operation 
with money they would furnish, I am for it.. The whole trouble, 
however, is fundamental. The government is expected to dig 
and dredge these routes at enormous expense, pay costs for 
maintenance of way, and it remains for someone to show that 
any one of them can ever be made to pay expenses. 


There are historical measures for these things that are 
somewhat parallel. Take, for example, the open waterways be- 
tween New York and Savannah, also between Portland, Ore., 
and San Francisco. These are wonderful routes provided by 
Nature and are open all year, yet the lines operating on these 
routes have not been especially prosperous and the rates they 
charge are but slightly less than those charged all-rail, a dif- 


ferential being necessary, because water service is not so 
attractive in many ways, account rehandling and possible dam- 
age to cargo, and again because practically all of the traffic is 
moved to and from warehouses far from the docks that are for 
the most part served by rail sidetrack. As points of origin or 
destination become still further removed from the docks, direct 
rail rates become more attractive to the shipper, and the boat 
line ceases to function, that is in part why I previously said 
that “freight tonnage follows established trade routes.” 


No one, I think, believes that the wonderful network of rails 
in this country will ever be allowed to deteriorate, but will 
continue to serve in the handling of all heavy freight, and the 
loss to them of passengers and light merchandise to air and 
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highway motors will only tend to increase their facilities for 
freight tonnage. 

The foregoing being true, established conditions will not 
change materially, and, therefore, water tonnage generally will 
be limited to such encroachment as it can make upon estab- 
lished trade routes through the absorption of charges between 
the docks and locations where traffic is available. 

Assuming that these waterways, if placed in operation, were 
able to negotiate joint rates with the rail lines, for example, as 
the Warrior service has done, they would still only provide 
another traffic artery and be obliged to contend for traffic. The 
constitutional rights of the rail lines will, no doubt, protect them 
in the long haul, where they can make it over their own rails 
(shipper willing) and guarantee to them as equitable divisions 
of such joint water and rail rate as they could get or had been 
getting on similar traffic delivered to a rail connection. Division 
of joint rates usually leaves slim revenue, frequently only the out- 
of-pocket cost of transportation. Therefore, a waterway depend- 
ent upon absorption and prorating on substantially its entire 
tonnage could not well pay, and this would be the situation, since 
the industries now so well served could not be expected to move 
their locations to accommodate one other method of transporta- 
tion. 

Have dealt with the above features of this proposition be- 
fore attempting to directly answer any of the remarks of Mr. 
Miller, because the whole question of establishing waterways 
by the government as a means of transportation is basically 
unsound. 

The surface of transportation has only been scratched by 
the railways. Most of them have only a single track on one 
hundred feet or more of right-of-way, and even in the east, where 
there are some four-track lines, the only congestion is at large 
terminals, and this is being relieved as required by moving 
their yards at these terminals further away. Easily from a 
physical standpoint, the railways could double or even treble 
their capacity to handle tonnage, and, no doubt, this will 
be accomplished, but at a time when conditions warrant the 
expenditure of their stockholders’ money. 


Mr. W. J. Bohon extends thanks to Mr. Frank H. Miller for 
the compliment paid him to the effect that he is an amateur in 
the sense that his article was a “love offering,” since it’s true 
that these facts are gratis. They are none the less true, how- 
ever, and based upon the long experience in matters of traffic 
acquired through years of work in various parts of the country, 
including the upper Mississippi Valley, north and south Pacific 
coast territory, Central Freight Association, and Eastern Trunk 
Line territories, leaving with the writer a sense of professional- 
ism, so far as experience goes. 


It is true that Canadian rates on export wheat are on a 
lower basis than U. S. A. rates, but one must bear in mind 
that the Canadian lines are working hard to intensify their 
tonnage and induce settlement on their lands. These lands are 
open to all and immigration is encouraged. Still our farmers 
are pretty well satisfied. Anyway, does the farmer get the ben- 
efit of these lower rates either there or here? 

As a specific and authentic reply to the statement of Mr. 
Miller regarding grain rates in Canada versus those published 
in the United States, it is suggested that he read report of the 
Commission recently made to the Senate, which report deals 
dire¢gtly with this question and from which, for ready reference, 
the following excerpt is quoted: 


The railroad licies of Canada and the United States are some- 
what different. In this country there are private ownership and 
management of common carriers, and such carriers are wholly de- 
pendent upon the revenues derived by them from transportation. 
Practically all the railroad mileage in Canada is owned by two sys- 
tems, the Canadian National and the Canadian Pacific. The former 
embraces most of the weaker and higher-cost lines and is owned 
by the government of Canada. In 1925, the Canadian National failed 
to earn enough to pay the interest on its debt by $42,197,664, and in 
1926, failed to earn its interest by $29,894,072. The figures for 1927 
are not in our possession. These figures do not reflect in full the 
extent to which the Canadian National failed to earn its operating 
expenses and a reasonable return upon its investment as the deficits 
shown do not cover such part of the investment in the Canadian 
National which is represented by any other form of capital than 
interest-bearing debt. 

In our report entitled Grain and Grain Products, 122 I. C. C. 235, 
issued February 8, 1927, we said at pages 251 and 252: It is shown 
of record that the Dominion of Canada aided in the construction of 
the Canadian Pacific by giving that company $25,000,000 in cash, 
25,000,000 acres of land, certain completed lines of railroad, a mo- 
nopoly in certain territory for 20 years, and perpetual exemption from 
taxation by the Dominion or any province established after 1881. 
When construction was completed in 1886 there was scarcely any 
population along the lines in Western Canada. To build up the country 
and increase the value of its huge land grants the railroad established 
a low basis of grain rates to Fort William. In 1898 and 1899, as part 
consideration for further cash subsidies and land grants, pursuant to 
a contract with the Dominion known as the ‘‘Crowsnest Pass Agree- 
ment,”’ the Canadian Pacific reduced the rates on grain from all its 
stations to Fort William 3 cents per 100 pounds. 


Some thirty or more years ago on the upper Mississippi the 
old “Diamond Joe Line” with palatial passenger boats, with 
large cargo space and cheap negro help, operated a regular 
river service; the rail lines at that time were using 26,000-pound 
capacity cars and in many cases operating on iron rails. Lum- 
ber was the big cargo those days, and it was all towed in sec- 
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tional rafts from the north and delivered at various destination 
along the river. It is unnecessary to ask who survived and why. 

It would be interesting to know how much real money the 
Federal Barge Line is making on the large grain tonnage See 
the Twin Cities. Raw grain is a seasonal movement requirin 
an empty equipment haul upstream and the movement of such 
duration as to make it unprofitable to invest much in equipment 
for its accommodation. 

My illustration of the rail lines losing tonnage to truck lines 
was simply to show the trend of the influence of convenience 
irrespective of some few cents per cwt. in the freight charges 
There was no implication intended to the effect that, to use 
of the words of Mr. Miller, “that the shippers are created for 
the convenience of the carriers,” but this apt phrase more fully 
amplifies my point to the extent that these same shippers are 
not going to be stampeded into routing their tonnage via any 
circuitous water line when they have built up their business 
and prospered with a rail connection that serves them day in 
and day out. It is plain the shipper controls, and even differ. 
entials will not lure him permanently. Therefore, the better 
service he has, truck, air or rail, will get his patronage, leaving 
small hope for an additional water artery to participate at a 
profit in such a competitive field. 

It is true that many of our railroads had their struggles ip 
their inception; all new transportation projects experience this 
and few have survived, especially among the smaller lines, where 
an attempt has been made to invade a competitive territory; 
that is one of the reasons why the interstate commerce act 
was amended recently to require that “certificates of public 
convenience and necessity” are now required before any new 
transportation line may be built. Perhaps if this feature of the 
law is applied to the inland waterways, this clause of the act 
will prove its worth; under it, soch showing of revenue and 
expenses’ as to both construction and operation are necessary 
that all of us would become acquainted with what we should 
know as to these projects. 

I would like to pursue this matter further, as there are 
many irrelevant and half statements in Mr. Miller’s communica- 
tion that are antagonistic to the railroads of our country, but 
to answer all these things here would tax your readers’ patience, 
and, since they are apart from the main question from which 
I have made an effort not to deviate, will let them pass. 

I will say in conclusion, however, that when Mr. Baer, presi- 
dent of a coal road (I think it was he), said: “The public be 
damned,” he was speaking at a time before regulation had 
begun to become recognized, and I would challenge anyone in 
looking over the list of railroad executives now, and that have 
been in office the past fifteen years, to point to a single instance 
where these men do not make it their life study to please the 
public and satisfy the multitudinous laws in the conduct and 
operation of their properties. 


Seattle, Wash., Sept. 22, 1928. W. J. Bohon. 





Editor The Traffic World: 

I have read Mr. Bohon’s article in the September first 
Traffic World on inland waterways and the reply by Mr. Miller 
in the September fifteenth issue. 

It is not the purpose of the undersigned to enter the argu- 
ment on one side or the other, although there is doubtless much 
that can be said in a dispassionate way on both sides of the 
question. 

As a friend of Mr. Bohon, I merely want to assure you that, 
in giving space to Mr. Bohon’s article in your publication, you 
were not opening your columns to an amateur, as Mr. Miller 
suggests, if twenty-odd years’ continuous experience as a repre 
sentative of the railroads and the shippers at various points 
throughout the United States from the Atlantic to the Pacific 
coast can be said to remove one from the amateur class. 

To differ with some people is almost as hazardous as shak- 
ing the red blanket at a Spanish bull-fight, or acting as precinct 
judge at a Chicago election. 


Portland, Ore., Sept. 21, 1928. Edward Britton. 


ROLLING STOCK ADDITIONS 


Class I railroads in the first eight months this year installed 
42,572 freight cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa 
tion. Compared with the corresponding period last year, this 
was a reduction of 9,702 in the number of freight cars installed. 
Freight cars on order on September 1 this year totaled 9,257 
compared with 18,764 on the same date last year. In August 
the railroads installed 6,718 freight cars compared with 7,131 
in August last year. 

Locomotives placed in service by the Class I railroads the 
first eight months in 1928 totaled 995, which was a decrease of 
304 compared with the corresponding period last year. Loco 
motives installed in August numbered 114 compared with 104 
placed in service in August, 1927. Locomotives on order 0 
September 1, 1928, totaled 100 compared with 207 on the same 
date in 1927. These figures as to freight cars and locomotives 
include new and leased equipment. 
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INTERCOASTAL CONFERENCE 


The Trafic World New York Bureau 


Various problems besetting the United States Intercoastal 
Conference are being ironed out gradually and many of the 
members are looking forward to being at White Sulphur Springs, 
W. Va., for a joint meeting between the Pacific and Atlantic 
Coast groups next Monday. 

This feeling was heightened when it was learned that the 
conference had telegraphed Pacific coast shippers that all dan- 
ger of a break in that organization had been removed and that 
steps would be taken soon that would result in the conference 
peing strengthened as a whole and that rates would have a 
greater degree of stability. 

Some of the Pacific coast shippers have been delaying con- 
tracts for 1929 with the belief that the conference might disband 
and that the rates in the trade would be greatly reduced by a 
resultant rate war between the intercoastal steamship lines. 

The one thing that has delayed the joint meeting between 
the Pacific and Atlantic coast groups at White Sulphur Springs 
has been the differences that recently arose between the Amer- 
ican Hawaiian and Dollar Lines, which at one time presented a 
serious threat to the conference as the latter threatened to with- 
draw if the former adhered to its announcement that it would 
abrogate the $9 trans-shipment rule and meet any direct north 
Atlantic Far East rule. 

American Hawaiian took this stand when the Pacific West- 
bound Conference refused to meet the terms of the Oceanic and 
Oriental Line, controlled by the former company, under which 
it would enter the trans-Pacific Conference of which Dollar was 
a member. Since then the differences have been gradually 
overcome and word was expected that some of the foreign lines 
in the Pacific-Westbound group had consented to granting O. & 
0. a rate differential under the fast trans-Pacific liners, follow- 
ing which O. & O. would join the conference and American 
Hawaiian would rescind the action that caused Dollar’s ob- 
jection. 


OVERSEAS FREIGHT RATES 


The Traffic World New York Bureau 


Full cargo markets have been quiet in the last week, though 
this normally is one of the most active seasons of the year and 
further demands for ocean space had been anticipated. Rates 
have remained at approximately the same level. Shippers’ re- 
quirements have decreased, which ordinarily would result in a 
decline in rates, but shipowners have been able to find employ- 
ment for their vessels in other directions. Consequently, the 
number of ships available for business has been small. Demand 
and supply about balance. Brokers are advising their clients 
not to be misled by the apathy, pointing out that a more active 
demand later is practically a certainty and that requirements 
should be covered at the present rate level. 

The current range of rates for heavy grain is as follows: 
From Montreal, 3s to 3s 3d for the first half of October to the 
United Kingdom and 3s 144d to 3s 414d for the last half, 3s 
444d to 38s 744d for November loading to the U. K.; 13c for first 
half of October to Antwerp, Rotterdam, 13% to 14 cents for the 
last half October, and 15% to 16 cents for November; 14 cents 
for first half of October to Hamburg-Bremen, 14% to 15 cents 
for the last half of October, and 16%4 to 17 cents for November; 
17 to 1714¢ for first half of October loading to the Mediterranean, 
17% to 18 cents for the last half of October, 18% to 19 cents for 
November loading. 

Inquiries for the shipment of coal from Hampton Roads to 
Brazil find a lack of available vessels, with the result that ship 
owners are quoting rates around $4 a ton. 

Indicating a move to develop the exportation of Pacific Coast 
woodpulp to Europe—reversing the old order of traffic—the 
Pacific Coast-European service has adopted new rates covering 
this commodity as follows: Contract rate of 45 cents for 100 
pounds when compressed to 58 cubic feet to the 2,240 pounds; 
contract rate of 50 cents for 100 pounds when compressed be- 
tween 58 and 70 cubic feet to the 2,240 pounds, and contract rate 
of 55 cents when density is less than 70 cubic feet. The non- 
contract quotations are each five cents higher, and five cents a 
100 pounds also is to be added to all rates when destination 
is Norway, Sweden or France. : 

The rate on polished rice was reduced from 85 to 60 cents 
a 100 pounds, effective at once. 

H. H. Pierson, of the Dollar Line, was elected chairman of 
the European Conference for the ensuing quarter, succeeding 
Paul Nolze, Pacific Coast manager of the North German Lloyd. 


‘Mr. Pierson represents the Blue Star Line, one of the two new 


members of the conference. ; 

European operators are somewhat concerned over possible 
congestion in the handling of refrigerated cargo, apples in par- 
ticular, in October. In this one month, it has been discovered, 
on vessels with refrigerator space are to load on the 
a Coast for the United Kingdom and continent. A question 
an been raised whether it will be physically possible to handle 

8 vast amount of perishable cargo in so short a period. Not 
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only the steamship loadings are to be considered, but also the 
overland rail movement, which is very heavy because of the 
large pick and the fear of some shippers that the market will 
break. Harvesting has been delayed, too, by rains in the North- 
west. p 

Further details concerning the membership of the States 
Steamship Company and the Tacoma Oriental Steamship Com- 
pany in the Pacific Westbound Conference were learned fol- 
lowing the announcement that the two former Shipping Board 
services had been taken into the conference. 

It is understood that the two companies are joining for a 
six months’ period under the terms of the proposal of August 
8, to the States Steamship Company, Tacoma Oriental Steam- 
ship Company and the Oceanic and Oriental Navigation Com- 
pany (American-Hawaiian Line). This grants the ex-Shipping 
Board services a differential of $1 a ton on cargo of local origin 
moving directly to Oriental outports, under the trans-shipment 
rate of the faster lines to the major ports. These major ports 
are Yokohama, Kobe, Shanghai, Hong Kong and Manila, and 
no differential applies to their traffic. Neither is there a dif- 
ferential on overload cargo to outports. 


The conference does not abrogate the $9 minimum on in- 
tercoastal-Oriental trans-shipment business, it is understood, 
until the American-Hawaiian Line also becomes a member. 
The offer to drop the $9 minimum was contingent upon all 
three of the ex-board lines joining the conference. 

No statement of the American-Hawaiian position was forth- 
coming after the change in the attitude of the States and Ta- 
coma Oriental. However, the question of the American-Hawai- 
ian’s membership in the Oriental Conference bears somewhat 
the same relation to the Intercoastal Conference problem as 
the Dollar Lines’ position in the intercoastal group bears to 
the Far East Association. R. Stanley Dollar has been meeting 
in New York with the American-Hawaiian and other inter- 
coastal officials and agreement is expected in some quarters. 
It is known that the two conference issues have been joined. 

With a gain of 6.39 in the North American division of ocean 
freight rates, the Lloyd’s list special index number for August 
showed a world advance of 3.63 over July to 88.83, the, highest 
average for a month in the current year. Says Lloyd’s list, in 
analyzing the August result: 


The current figure of our index number, 88.83, contrasts with 
94.03 a year ago. The figures for the corresponding month of 1925 
and 1924 were 88.49 and 94.46 respectively. 


AUGUST INDEX 








*Rise 

Key Group Index or Fall 
I sehr 60 Sik d0 nsw cde ceWaesesseseoriedsesansivg .84 —2.57 
EE SE oc cere ehebe seebet und Saeeebeoneesee r —6.39 
BOG BOROCAGR. «cccvgcevcecccscse 55 —2.47 
East Indies and Africa 91. —4.50 
PRCIMC AE AUStTAMABIM 2... ccc ccccvcccscccrscccceee 94.55 —2.24 
TNE. Khboncseusednsedeebaeewssneeserenedeenesnee 88.83 —3.63 


*Percentage rise or fall as against July. 


A large volume of tonnage continued to be chartered daily to load 
Canadian grain until, toward the close of the month, the growing 
instability of the price of this commodity was reflected in a more 
cautious attitude on the part of shippers. With the temporary cur- 
tailment of chartering which ensued, rates at once eased. 

Outward coal freights rose sufficiently to counterbalance the de- 
cline in homeward quotations. In eastern waters tonnage was _ re- 
ported to be scarce, and a slight revival in Indian demand caused, in 
particular, a sharp upward movement in rates. 

On balance, taking the average for the month, coal freights to 
the eastern Mediterranean were firmer, but to other European des- 
tinations little altered. A moderate business in ore cargoes was 
effected, and rates from the Black Sea were nominally harder, though 
actual chartering was conspicuous by its absence. 

In the North American group, apart from the strength of Mon- 
treal quotations, a good number of vessels were taken up for Gulf 
grain at relatively satisfactory rates, and timber freights from the 
Gulf to South America were also a good feature. 

The lessened attraction of the Plate as a discharging center 
during the next few months led to a welcome improvement in rates 
for outward coal cargoes, but even after this improvement quotations 
allowed little or no margin of profit. Apart from the Plate the South 
American market was also helped by a somewhat better inquiry on 
account of Chilean nitrares. In the latter half of the month there was 
a slight revival in Indian inquiry and rates hardened. Cape charter- 
ing was dull, but Australian shippers took up a fair number of vessels 
and a broadening demand from Vancouver was reflected in improved 
— od the voyage to Europe. Pacific business was otherwise 
eatureless. 


The following changes in conference rates are reported: 


Mediterranean—Rate of $6 per ton of 2,240 pounds on pig lead 
and spelter was recently established on shipments from Gulf ports 
to French Mediterranean and North African ports and rates of 50 
cents per 100 pounds was established on alfalfa meal from Gulf ports 
to Spanish Mediterranean ports. 

West Coast Italy—The following rate changes were made recently 
on shipments from Gulf ports to ports on the west coast of Italy: 
Heavy lumber, reduced from 55 cents to 50 cents per 100 pounds; 
light lumber, reduced from 65 cents to 60 cents per 100 pounds; logs, 
weighing 9 pounds or over per cubic foot, reduced from 55 cents to 
45 cents per 100 pounds; logs, under 9 pounds per cubic foot, reduced 
from 65 cents to 55 cents per 100 pounds. 

Haitian Ports—Rate on ice cream cones to Haiti now takes fourth 
class rates of 30 cents per cubic foot or 60 cents per 100 unds, 
ship’s option, and on shooks for vats 90 cents per 100 unds. Ac- 
cording to reports received Haiti has reduced by one-third the rates 
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on patent medicines, toilet preparations, small wooden specialties 
and bicycles when imported from the United States. 

Venezuela and Guiana—Rate on lard in tins or pails of 40 pounds 
and under to La Guayra and Puerto Cabello is 25 cents each and 
to Maracaibo 30 cents each. 


Rates of $12 per ton of 2,240 pounds to Atlantic and Gulf 
ports and $7 per ton of 2,240 pounds to Pacific ports on cocoanut 
oil from the Philippines, have been extended through December 
31, 1929. 

The new rates on coffee from Brazil are 70 cents a bag on 
passenger steamers and 65 cents a bag on freighters. The for- 
mer rates were 70 cents and 60 cents, respectively. The change 
in the old differential which had been in effect from January, 
1927, was due to the fact that a number of fast freighters have 
been put into this service, many of them making direct sailings 
from Santos to New York, with the result that they were taking 
business away from the passenger liners by reason of the 10 
cents differential. 

A visa charge not to exceed 1 per cent of the value of in- 
voices where the value is less than $250 has been established by 
the Siamese Consul in New York. The charge heretofore has 
been $2.20 for each visa. 

The vice consul at San Salvador reports that, effective No- 
vember 1, lower Salvadorean duties on iron water pipes less 
than three inches in diameter will apply. The new rate is said 
to be $2.50 per 100 gross kilos, a reduction of $3 per 100 gross 
kilos from the present rate. 

In reply to inquiries by the Merchants’ Association in regard 
to the recent ruling by the Cuban authorities prohibiting the 
enclosure of stamps, coupons, certificates and such matter in 
packages shipped to that country, the Department of Commerce 
states that it has been advised that the Cuban Secretary of the 
Interior has ruled that advertisements and pamphlets with direc- 
tions for use are not included in the decree and may be placed 
inside of packages as formerly. The decree, however, does pro- 
hibit the enclosure of coupons, stamps, certificates or engravures 
or anything that is intended for a gift or that can be exchanged 
for another article of value. 

The Merchants’ Association has made further inquiry about 
a regulation adopted recently by the Government of Chile under 
which straw, corn leaves or hay, used for wrapping or packing 
shipments to that country, will be disinfected there by the health 
officials at the expense of the American shipper. The regula- 
tion also provides that shipments arriving after December 31 
without a certificate of disinfection by formaldehyde or a steam 
process will be rejected. 

Inquiries at the Department of Commerce have brought the 
information sponsored by Dr. Carlos Camacho, director of the 
Servicio Policia Sanitarios Vegetal, stating that the prohibition 
refers only to straw, hay and branches or leaves of any kind of 
plant and that materials such as paper, shavings and sawdust 
may be used for packing shipments to that country without re- 
strictions. 


FORD AND SHIPPING BOARD 


The Shipping Board has adopted a resolution of inquiry as 
to operation by the Ford Motor Company of vessels between 
north Atlantic and Pacific coast ports in the intercoastal service, 
it being alleged that the company is operating as a common 
carrier but has not filed with the board maximum rates as re- 
quired by section 18 of the shipping act. The board directed 
that a copy of the resolution be served on the Ford company and 
that an investigation be conducted by the bureau of regulation 
of the board. 

Adoption of the resolution followed receipt by the board 
of a letter from R. C. Thackara, as chairman of the Intercoastal 
Conference, advising that the Ford vessels were soliciting busi- 
ness from shippers at less than the conference rates. The facts 
submitted to the board, according to its chief counsel, were suf- 
ficient to justify an inquiry to determine the status of the Ford 
ships. Officials of the Ford company, it was understood, took 
the position that the vessels were not being operated in common 
carrier service or in regular routes. The vessels in question are 
understood to have been put in service chiefly for the transpor- 
tation of Ford products. The board’s resolution follows: 





Whereas, from information informally before the board it appears 
the Ford Motor Company of Delaware is inter alia a common carrier 
engaged in the transportation of property on the high seas on regular 
routes between Atlantic and Pacific coast ports of the United States, 
and as such ig a common carrier by water in interstate commerce 
within the meaning of section 1 of the slipping act, 1916; and 

Whereas, The said Ford Motor Company .of Delaware has after 
notice failed to file with the board maximum rates and charges for or 
in connection with said transportation as required by Section 18 of the 
said shipping act and the board’s tariff regulations promulgated there- 
under, which failure is hereby alleged to be a violation of said section 
18; now, therefore, it is 

Resolved, That under authority of section 22 of the shipping act, 
1916, the board on its own motion hereby institutes a proceeding of 
investigation to inquire into the facts and hear argument concerning 
the status of the Ford Motor Company of Delaware under the said 
shipping act, to establish such facts and arguments of record, and to 
make such order or orders respecting compliance by said company with 
said section 18 as may by such facts and argument be warranted; in 
pursuance of which proceeding the board’s bureau of regulation is 
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directed to hold hearing, receive argument, procure service of 
poenas if and as necessary, and otherwise conduct the same j ayb- 
sonance with the board’s rules of practice. And it is n Con- 
Resolved further, That the secretary of the board shal] by r 
forest Lore —— ie — cone this resolution y on, 
or otor Company o elaware, addressed 3674 
Fordson, Michigan. Schaefer Roaq 


PANAMA CANAL PORTS 


“The growing importance of the Panama Canal as gq tran: 
portation lane for commerce is manifested by the increasin i ‘ 
large numbers of vessels which transit it with their million, 
of tons of cargo,” says the Shipping Board in a summary oe 
report on the Panama Canal and its ports, prepared by the board 
jointly with the War Department, in connection with the Series 
of reports on various ports issued from time to time. 

Information contained in the report, according to the sum- 
mary, shows that traffic has exceeded by far the estimates made 
when the canal was opened for commerce in 1914. It is stated 
that, since 1922, commerce has increased from approximately 
11,000,000 to slightly more than 26,000,000 tons, due principally 
to large amounts of oil moving from the Pacific coast to the 
Atlantic coast of the United States. Continuing, the board gays: 


Although there has been a decline of output in the wes j 
fields, there has been no decrease in the tonnage using A pend 
since there has been a decided increase in the movement of such 
other commodities as lumber, grain and ores, which counterbalance 
the decrease in the oil movement. Tables found in the report show 
that during the fiscal year 1922 the total tonnage passing through 
the canal from the Atlantic to the Pacific and vice versa was prac. 
tically equal, but for each subsequent year the traffic from the Pa- 
cific to the Atlantic has been on the increase until the fiscal year 
1926, when it was over two times the volume of the reverse movement. 
This was due to large quantities of lumber, oil, grain, nitrates and 
ores, moving from the west to the principal consuming centers of 
the eastern coast of the United States, and also to Europe. General 
merchandise and manufactured iron and steel products comprised 
about one-half of the westbound traffic during 1926. Other important 
commodities in the east-west movement were cotton, coal and coke 
sulphur, machinery, automobiles, and refined oils. , 

Vessel statistics published in the report, giving the number of 
vessels by flags transiting the Panama Canal during the fiscal years 
1915 to 1926, inclusive, show that in the three-year period from 1915 
to 1918 more British boats used the canal than American, but since 
1918 there has been a steady increase in the number of American 
boats, compared with the British. The year 1926 found America 
leading all other nations in the number of vessels passing through 
the canal, with Great Britain second, followed by Norway, Japan, 
Holland and Chile, respectively. A comparison of the years 1916 
and 1926 reveals the growth of canal trade during the last ten 
years, and the important part the United States has played in its 
development. In 1916 the total number of vessels passing through 
the canal was 758, of which 358 were British and 213 American; while 
in 1926, out of a total of 5,202 ships which used the canal, 2,432 car- 
ried the American flag and 1,423 the British. 

There are only two ports of entry in the canal—Cristobal on the 
Atlantic side and Balboa on the Pacific. Cristobal is part of the 
harbor of Colon but is under the jurisdiction of the United States. 
Both ports are equipped with piers, dry docks and fueling stations. 
There are nine piers and wharves located at Cristobal, five of which 
are of steel and concrete construction, the remainder being built of 
timber. The total berthing capacity of these facilities is approxi- 
mately 13,500 feet, practically all of which can be used by deep draft 
vessels. At Balboa there are fifteen piers and wharves, all of which 
except two are of steel and concrete construction. There is only one 
pier which is used for the handling of general cargo. Both Cristobal 
and Balboa are well supplied with dry docks and fueling facilities. 
One of the largest dry docks in the world, capable of docking the 
largest commercial vessel in existence, is located at Balboa. 


OCEAN MAIL CONTRACTS 


The Postmaster-General has awarded to the Oceanic & 
Oriental Navigation Co., of San Francisco, ocean mail contracts 
for the transportation of mail from Los Angeles to Auckland 
and Melbourne. The rates in both contracts are as follows: 
Class 6 vessels, $2.50 a nautical mile; class 5, $4; class 4, $6, 
and class 3, $8. 

The Post Office Department has awarded the contract for 
carrying the mails from New York to Beira, Portuguese East 
Africa, to the American South African Line, Inc., in accordance 
with its bid of September 17, offering to carry at the maximum 
rates permitted by the statute. (See Traffic World, September 
22, p. 664). 

The Postmaster-General has rejected bids of the United 
Fruit Company, of Boston, and of the Columbia Steamship Com- 
pany, of New York, for the transportation of mail between New 
York and Puerto Colombia. Based on an opinion obtained from 
the Comptroller-General of the United States, the Postmaster 
General rejected the United Fruit bid on the ground that it 
was not responsive to the advertisement for bids in that it 
was not on the class of vessels. required, and the Columbia bid 
on the ground that it was defective as to bond requirements. 


OCEAN AGREEMENTS APPROVED 
The Shipping Board, September 25, approved the following 
ocean agreements filed pursuant to section 15 of the shipping 
act: 


Gulf Pacific Line with United Fruit, Munson, Cuyamel, and Stand- 
ard: Provides for through movement of shipments of specified com- 
modities from Pacific coast terminal ports of the Gulf Pacific Line 
to ports of Colombia, Costa Rica, Jamaica and Mexico, via Ne¥ 
Orleans, on through rates and divisions as shown in Pacific Coast 
Gulf Eastbound Out 
the memorandum. 


rt Minimum Rate List No. 1, made a part 0 
ost of transhipment is included in the through 
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put on_shipments of zinc aggregating fifty tons or more to 
rat C0 and Vera Cruz, and on all shipments to which the minimum 
Tamy lading charge is applicable, transhipment costs is to be ab- 
wae py the respective on-carrying line. 
oor Luckenbach Gulf Steamship Co. with United Fruit, Munson, 
amel, and Standard: Terms of this agreement are identical with 
- of Agreement No. 674, above. 
thot alf Pacific Line with United Fruit, Munson, Cuyamel, and Stand- 
. Establishes and apportions through rates on specified commod- 
; as shown in Pacific Coast Gulf West Indies Eastbound Minimum 
we List No. 2 from Pacific coast ports to Bucan ports, transhipped 
- w Orleans. Cost of transhipment absorbed by Gulf Pacific. 
‘American-Hawaiian Steamship Co. with Matson and Baltimore 
d Carolina: Through billing arrangement covering shipments from 
in the Hawaiian Islands to Miami, Florida, and other ports of 
Les of the Baltimore and Carolina, transhipment at San Francisco 
to the intercoastal line and at Charleston, South Carolina, to the 
jelivering line. Combination of the local rates of the participating 
varrieTS, plus wharfage charge at Charleston, makes the through 
rates. Matson absorbs the inward state toll at San Francisco, while 
the outward toll and cost of transfer at San Francisco is borne by 
the American-Hawaiian. Cost of transfer at Charleston absorbed 
py the Baltimore and Carolina Line. 


SPLIT DELIVERY CASE 


The Retail Furniture Association of California, Inc., has 
been permitted by the Shippig Board to intervene in No. 45, 
Associated Jobbers of Los Angeles vs. Argonaut Steamship 
Line et al., the so-called split delivery case. It says it proposes 
to show “that as a matter of fact there is no discrimination and 
that no undue advantage accrues under a split delivery privi- 
lege.” It avers that the maintenance of a split delivery privilege 
as established by the suspension of paragraph D of rule 17 of 
U. §. Intercoastal Conference Westbound Minimum Rate List 
No. 4 “is economically sound and of great value to the con- 
suming public.” 


OCEAN RATES ON AUTOS 


Two complaints have been filed with the Shipping Board 
assailing rates on automobiles between Boston and New York 
and New York and Portland, Me. 

In No. 48, I. M. Levy, New York City, vs. Eastern Steam- 
ship Lines, Inc., it is alleged that complainant shipped a sedan 
from Boston to New York and was charged a rate of $1 a hun- 
dred pounds. This rate was unreasonable, according to the 
allegations. Reparation of $15 or such other sum as the board 
may find to be proper and maximum rates for the future are 
asked. 

In No. 50, I. S. Heller, New York City, vs. Eastern Steam- 
ship Lines, Inc., alleged that the rate of $1 a hundred pounds 
charged for transportation of an automobile from New York 
to Portland, Me., and of another automobile from Boston to 
New York, was unreasonable to the extent it exceeded 20 cents. 
Reparation of $56 and maximum rates for the future are sought. 


PALMETTO LINE SOLD 


The Shipping Board approved the sale of the American 
Palmetto Line to the South Atlantic Steamship Line of Savannah, 
Ga., which has operated the line for the board, for $211,455 Sep- 
tember 25. Nine vessels aggregating 70,485 deadweight tons 
will be transferred to private ownership and operation as the 
result of the sale. The line operates between south Atlantic 
ports and ports of the United Kingdom and northern continental 
Europe in the French-Atlantic-Hamburg range. 

Under the agreement of sale the purchasers will maintain 
a minimum total of thirty-six sailings a year for a period of five 
years. Existing contracts covering installation of refrigerating 
facilities on the vessels are assumed by the purchaser and the 
purchaser is privileged, within ninety days, to purchase a tenth 
vessel under the terms and conditions governing the sale of the 
nine ships sold. 

The ten ships of the line, from which the purchaser will 
select nine, are as follows: Coldwater, Fluorspar, Liberty Glo, 
Magmeric, Saccarappa, Schoharie, Shickshinny, Sundance, Tulsa, 
and Wildwood. 

These ships are steel cargo steamers, having oil burners, 
turbine engines and Babcock and Wilcox boilers. 


BOARD SELLS TANKERS 
The Shipping Board has approved the sale of four tankers 
as follows: The Darden'and the Gladysbe, of 7,500 deadweight 
tons each, to the Clinchfield Navigation Company, of New York, 
for $227,600 each; and the Salina and Stockton, of 9,816 
deadweight tons each, to the Gladstone Transportation Com- 
pany, of Baltimore, for $352,000 and $349,660, respectively. These 





* are four of five tankers that were recently offered for sale. No 


bid was received on the fifth, the Brandywine, and bids will be 
asked again on it. Sale of the four tankers leaves the board 
With five tankers. 


SHIP CONSTRUCTION LOAN 
A loan to aid in construction of the sister ship of the Cali- 
fornia and Virginia, now being built for the American Line 
Steamship Corporation at the Newport News Shipbuilding & 
Drydock Co., was approved by the Shipping Board September 
25. The maximum amount of the loan will be 75 per cent of 
the cost of the vessel, or $5,250,000, whichever amount “shall 
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be the lesser.” As the vessel is designed for intercoastal use, 
interest on the loan will run at 5% per cent annually. Repay- 
ment will be made over a period of 20 years. The vessel will 
be operated between New York and San Francisco. 


PANAMA CANAL TRAFFIC 


In August, 526 commercial vessels, on which tolls of $2,199,- 
069.31 were paid, transited the Panama Canal, according to the 
Panama Canal Record. Ninety-five tank ships transited the 
canal in August, on which tolls of $459,139.45 were collected. 
Cargo in the tank ships amounted to 495,713 tons, a decrease of 
16.9 per cent under cargo tonnage of August, 1927. 


DIESEL ENGINE CONVERSION 


The Shipping Board has rejected all bids received for in- 
stallation of Diesel engines in the Ward, Potter, Wichita, City 
of Elwood, New Orleans and Jeff Davis, vessels set apart for 
conversion to Diesel engine propulsion, because they were too 
high. It has ordered revision of the specifications for installa- 
tion of the engines in these ships and will ask for new bids. 


COTTON HANDLING CHARGES 


A reduction of 20 cents a bale in the handling charges ol 
cotton and an agreement whereby the New Orleans Cotton Ex- 
change turns over the weighing, sampling and inspection of 
cotton to the Board of Commissioners of the Port of New Orleans 
and independently operated cotton warehouses is expected to 
result in increased cotton traffic through the port of New Orleans. 

The agreement, which was explained in a statement issued 
by John F. Finke, acting chairman of the Cotton Exchange, and 
Col. Marcel Garsaud, general manager for the Dock Board, pro- 
vides that all weighing, sampling and inspection, which has here- 
tofore been performed by the Cotton Exchange, at the Public 
Cotton Warehouse, and other cotton warehouses, will in the 
future be attended to by the individual warehouses under the 
direct supervision of the Cotton Exchange. Warehouses involved 
in the new agreement are the Public Cotton Warehouse, operated 
by the Dock Board; the Stuyvesant Compress Company, the 
Commercial Press and Warehouse Company, the Federal Com- 
press and Warehouse Company, the Union Compress and Ware- 
house Company, the Alabo Compress Company, the New Orleans 
Compress Company, the Union Compress Company, and the Ter- 
rell Compress and Warehouse Company. 


LAKES’ NAVIGATION SEASON 


The question of whether or not the government may or 
should fix the dates on which navigation on the Great Lakes 
should be opened and closed will be discussed by the repre- 
sentatives of the chief coordinator of the United States with 
representatives of the Chamber of Commerce of the United 
States and of chambers of lake ports. Colonel D. P. Quinlan, 
deputy chief coordinator, who has had the matter under con- 
sideration, said no conclusions had been reached and that the 
matter would be gone into further. 

A conference will be held October 1 in the office of the 
chief co-ordinator in Washington to discuss “all known facts 
with respect to the opening and closing of navigation on the 
Great Lakes.” 


WATERWAY CORPORATION MEETING 


The members of the advisory board of the Inland Water- 
ways Corporation met in Washington this week to consider the 
making of recommendations to the Secretary of War with 
respect to activities of the corporation. Proposed establishment 
of a barge terminal at Rock Island, IIl., to serve the Tri-Cities, 
was approved. It is expected that the Secretary of War will 
make recommendations as to an appropriation for purchase by 
the government of additional stock of the corporation, the cap- 
italization of which was increased from $5,000,000 to $15,000,000 
by the barge line act passed at the last session of Congress. 


LOCATION OF CARS 

The percentage of home cars on home roads, Class I, as of 
September 1, was 66.5, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
57.7; refrigerator, 75.9; coal and coke, 71.8; stock, 84; flat, 76.1; 
tanks and others, 93.3. By districts the percentages for all 
classes of equipment were as follows: Eastern, 55.2; Allegheny, 
73.6; Pocahontas, 57.4; Southern, 68.2; Western, 70.6. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of September 1, showed 
the following: Eastern district, 97.9 as against 97.5 a year ago; 
Allegheny, 99.4 as against 98.9 a year ago; Pocahontas, 73.8 as 
against 76.8 a year ago; Southern, 92.5 as against 94.5 a year 
ago; Western, 102.3 as against the same for a year ago; all 
districts, 97.9 as against 98.1 a year ago; Canadian roads, 102.8 
as against 97.7 a year ago. 



















Questions and Answers 


In this artment will be answered questions of both legal and 
4... that confront persons aadien with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to -~ on question relating to the law 
of interstate tr: tion of freight. traffic man of long experience 
and wide know e will answer questions soy hes practical traffic 
blems. We do not desire to take the place of traffic man but to 
oo him in his work. i : 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 


herei templated. 
saponin Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


oo 


é Freight Charges—Liability of Shipper or Consignor 

California.—Question: A is a grower of fruits and vege- 
tables. B is financially interested, makes A advance. B ships 
the product, under his bond, for marketing. When the deal is 
over B settles with A in full. 

There is a deficit in freight, demurrage or other transporta- 
tion charges which the carriers endeavor to collect from B 
after settlement has been made with A. B is liable for these 
charges under their bond. 

Is there some law or ruling which would permit B to notify 
the carriers that they would not be liable for any deficit in 
charges unless presented to them within a certain length of 
time? 

Answer: Where a party is shown in the bill of lading as 
the shipper or consignor and he fails to avail himself of the 
provisions of the so-called “no recourse” clause of the bill of 
lading (see section 7 thereof), he apparently can be held liable 
for an overcharge, there being an implied promise on his part 
to pay the freight charges. 

However, with respect to this question, see the decision of 
the Supreme Court of the United States in L. & N. R. R. Co. 
vs. Central Iron & Coal Company, 265 U. S. 59, in which case 
the court said: 


Ordinarily, the person from whom the goods are received for 
shipment assumes ‘the obligation to pay the freight charges; and his 
obligation is ordinarily a primary one. This is true even where the 
bill of lading contains, as here, a provision imposing liability upon the 
consignee. For the shipper is presumably the consignor; the trans- 
portation ordered by him is presumably on his own behalf; and a 
promise by him to pay therefor is inferred (that is, implied in fact), 
as a promise to pay for goods is implied when one orders them from a 
dealer. But this inference may be rebutted, as in the case of other 
contracts. It may be shown, by the bill of lading or otherwise, that 
the shipper of the goods was not acting on his own behalf; that this 
fact was known by the carrier; that the parties intended not only that 
the consignee should assume an obligation to pay the freight charges, 
but that the shipper should not assume any liability whatsoever 
therefor; or that he should assume only a secondary liability. In 
this case the bills of lading acknowledge receipt of the coke from the 
Central Company, but it did not sign them. Nor was it described 
therein as the consignor. There was no clause by which the shipper 
agrees expressly either to pay the freight charges or to guarantee 
their payment. The goods received were not declared to be deliver- 
able to the Central Company’s order. On the contrary, the form of 
the bills of lading indicated that it was neither the owner nor the 
person on whose behalf the shipment was being made; and that Tut- 
wiler & Brooks were either the owners or the persons in whose behalf 
the shipment was being made. On these facts, the trial court was 
justified in finding that the Central Company did not assume the pri- 
mary obligation to pay the freight charges. 


As you will observe, the court states that the inference of 
a promise to pay the freight charges on the part of the shipper 
may be rebutted as in the case of other contracts, setting out 
certain facts which are shown that releases the shipper from 
liability. 

Tariff Interpretation—Rate Applicable Where Shipper Recon- 
signs Car Containing Excess of Follow-Lot Shipment 

Ohio.—Questions: Shipper A made shipment to himself, A, 
care B, at destination C, consisting of 78,000 lbs., nature of 
which required loading into two cars, 60,000 lbs. in the first car 
and 18,000 lbs. in second car, or part car, commodity taking 
36,000 lbs. minimum, subject to Classification Rules 10 and 24. 
After shipment was placed in transit shipper A gave carrier’s 
agent at destination orders reading “on arrival reconsign” 
(specifying car number for the car containing the 18,000 Ibs. 
of material only) to B, who was an additional customer of A 
at destination and who was to receive this part of the con- 
signment. 

Our object in reconsigning the part car was to make de- 
livery to customer B and D at the flat rate. Customer B located 
on rails of carriers receiving road haul and customer D on con- 
necting lines for reciprocal switching. The carrier now claims 
we cannot reconsign or divert the part carload shipment, and 
have presented freight bill for the part carload made up on 
minimum weight of 36,000 lbs. at fifth class rate, claiming that 
in our order of reconsignment or diversion we automatically 
cancelled the original bill of lading contracts and each car 
should be treated as an individual carload shipment, quoting 
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as authority Rule 16, Section 4, and Rule 23, Sections 3 ang 4 
of Consolidated Classification No. 5. ‘ 

Will you kindly give your opinion and quote reference ang 
Commission’s decision in similar cases if question has been 
before them. 

Answer: While we can locate no opinion of the Commis. 
sion covering such a situation as that described in your letter 
it is our opinion that the carriers are correct in assessing 
charges on the portion loaded in the second car as a separate 
shipment. : 

Damages for Delay Due to Violation of Interstate Commerce Act 

Virginia.—Question: An interstate shipment of perishabj, 
freight originally billed to shipper, advise John Smith, is 
diverted in transit by shipper as an open shipment to John 
Jones at original destination. Due to carrier’s admitted error 
shipment arrived at destination billed to shipper, advise John 
Jones. John Jones claims carrier’s error in billing caused ship- 
ment to be placed at siding other than his own siding, where 
ordinarily it would have been placed, under standing instruc. 
tions, and delayed delivery, which resulted in loss of sale price 
except at a reduced price. The carrier admits error in not 
diverting as open shipment, but denies liability, claiming the 
reduced price at which Jones was forced to sell was caused by 
falling market. Should not carrier pay claim because of 
erroneous billing, or is it necessary to prove that consignee was 
actually damaged because of resulting delay. 

Answer: In Danzer & Company vs. Gulf & Ship Island 
R. R. Co., 69 I. C. C. 59, the Commission held that it could 
award damages for delay to a shipment resulting from a viola. 
tion of the Interstate Commerce Act. 

However, unless injury results from the violation of the 
act damages cannot be recovered. See Lathrop, Shea, Henwood 
Co. vs. Lehigh Valley Co., 24 I. C. C. 622. 

Routing and Misrouting—Liability of Carrier for Diversion Con. 
trary to Routing Instructions in Bill of Lading 

Maryland.—Question: I am satisfied that the Commission 
has ruled, either formally or informally, on the question, but 
I have been unable to locate such a ruling and would, therefore, 
appreciate your opinion, as well as any citations you may -locate 
on the following question: 

Shipment destined to X, routed via A Line for B delivery, 
which, according to fariff carrying rate covering such routing 
and such delivery, would guarantee B getting an agreed pro- 
portion of the through rate for delivering to consignee. Car 
arrived via A Line and consignee was notified that car had 
been placed on A’s team track, at the same time A advising 
the consignee the amount of the freight on the car. In the 
meantime, however, consignee was in need of the shipment, and, 
as he had ordered the car for B delivery and had received 
information from shipper that car was routed via A Line for 
B delivery, of course, consignee traced through B Line for some 
information regarding this car. Consignee desired B delivery 
because of the fact that B’s team track was closer and more 
convenient to unload from, and because of friendliness to B 
Line, he stipulated B delivery on his order to shipper. How- 
ever, he did not demand B delivery, but after A Line advised 
him that car was on A Line’s team track, the shipment was 
hauled from there. 

Is there not some way that B can obtain or demand its 
portion of the through rate on this car, as copy of billing plainly 
shows routing via A Line for B delivery, and this was directly 
violated by A Line’s freight agent, and, in fact, the B Line de- 
livery stricken out? Is there not some certain ruling of the 
Commission to cover this, and, if so, would appreciate your 
giving the specific number of the ruling covered, and advising 
just where this book of rulings can be secured. : 

This is not the first instance of this kind, but this has vir- 
tually become a practice with A Line, and, as I believe there 
is some specific ruling covering, would be glad to get your 
answer with reference thereto. 

Answer: With respect to this question, paragraph 9 of 
section 15 of the interstate commerce act provides: 





Whenever property is diverted or delivered by one carrier to 
another carrier contrary to routing instructions in the bill of lading, 
unless such diversion or delivery is in compliance with a lawful 
order, rule, or regulation of the Commission, such carriers shall, in 
a suit or action in any court of competent jurisdiction, be jointly 
and severally liable to the carrier thus deprived of its right to partici- 
pate in the haul of the property, for the total amount of the rate 
or charge it would have received had it participated in the haw. 
of the property. The carrier to which the property is thus divert 
shall not be liable in such suit or action if it can show, the burden 
of proof being upon it, that before carrying the property it had no 
notice, by bill of lading, waybill or otherwise, of the routing instru 
tions. In any judgment which may be rendered the pleintit shal 
be allowed to recover against the defendant a reasonable attorneys 
fee to be taxed in the case. 


Tariff Interpretation 
Ohio.—Question: I will appreciate any rulings of the Com: 
mission which have been made on the return of a shipment which, 
upon inspection by the consignee, did not meet with require- 
ments. 
The following is a brief outline on which we would appre 
ciate your comments. We shipped to a concern in the east two 
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“THE TRAILBLAZER”’ is one of the 


fleet of 61 named Pennsyloania freight trains 
that have set remarkable records for regular- 


ity and dependability of on time arrival. 


“THE 
TRAILBL 


A Pioneer in the Land of “On Time Performance” 


HEN trailblazing is the topic of 

conversation one’s mind turns 
naturally to the deeds of such ad- 
venturous gentlemen as Coronado, 
Daniel Boone, Kit Carson, Lewis 
and Clarke and others who, in 
pioneer days, penetrated the vast 
American wilderness. 


The great adventure of blazing 
trails still goes on in many fields of 
endeavor, even in that vital phase of 
American industry known as trans- 
portation. 


Blazing an Old Trail 
in a New Way 


Today freight trains are blazing trails 
in a new land—the land of “on 
time performance”—and one of the 
first to leave its mark along the 
routes of this new country was ““The 
Trailblazer,” a big freight of the 
Pennsylvania Railroad Service. 


“The Trailblazer” travels the route 
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from St. Louis to Pittsburgh. It did- 
n’t discover this trail. But it did dis- 
cover how to get from the “Mound 
City” to the “Steel Town” in record 
time for freight service, and regularly 


and dependably “The Trailblazer” 


Here are three other Penn- 
sylvania freights whose reg- 
ular on time arrivals have 
earned them distinctive 
names: 


“*THE BULL DOG” 
Merchandise 


Akron to Seaboard Cities 


“FLYING CLOUD”’ 
Merchandise 
Buffalo to Pittsburgh 


‘‘MAN O’ WAR”’ 
Live Stock 
Chicago to Seaboard Cities 





AZER- 


keeps up this record of consistent on 
time performance. 


Each night “‘The Trailblazer” 
starts from St. Louis carrying mer- 
chandise and petroleum products 
consigned to the Pittsburgh district. 
En route it passes through Terre 
Haute, Ind., Indianapolis, Ind., 
Bradford, O. and Columbus, O. 
And at every point the greatest care 
is taken to see that this train with 
its important cargo maintains its 
schedule. This care enables receivers 
of merchandise entrusted to ““The 
Trailblazer” to enjoy prompt de- 
liveries regularly. 

* * 

During month after month “The 
Trailblazer” has hung up its on time 
records. Handled by efficient train 
crews and guarded by hundreds of 
men along its line of flight, this train 
has built up a reputation as one of 
the most reliable carriers in the Penn- 
sylvania Railroad service. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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boxes of aluminum castings which were refused after inspection 
by the consignee and returned to us classified as scrap aluminum 
for remelting purposes only. The writer contends that the in- 
spection bureau was in error when they applied the casting rate, 
inasmuch as the material was of no use to us whatsoever, except 
for remelting purposes. The carrier, however, insists that in- 
asmuch as the castings were not broken up. they were entitled 
to the higher rate. You can appreciate that we would leave 
ourselves open to receiving a lot of scrap that might be other 
than our own if these castings were returned to us broken. 

We have proven to the inspection bureau, as well as to the 
claim agents of the carrier, that the shipments returned to us 
were remelted and, under the circumstances, we feel that we are 
entitled to a scrap aluminum rate. 

Answer: With respect to this question, see the Commis- 
sion’s opinion in Ship Supply Company vs. Louisville & Nash- 
ville Railroad Company, 139 I. C. C. 110. Under the facts in 
this case old rails were sold as “scrap rails” and so billed. The 
Commission held that, inasmuch as the tariff did not carry a 
definition of what constituted scrap iron or steel, it became 
purely a question of fact as to whether or not a given shipment 
of iron or steel constituted scrap material. The Commission 
said: 

The case is thus distinguishable from Simon vs. S. Ry. Co., 102 
I. C. C. 325, and Richmond Radiator Co. vs. C. & N. W. Ry. Co., 
115 I. C. C. 748, wherein division 3 held that under a tariff providing 
scrap-iron rates on “scraps or pieces of iron and steel,’’ the com- 
modities there considered could not be shipped in their original form. 
The rails in this shipment were of various lengths, weights, and 
punchings, and had been sold to complainants by the Southern 
Pacific Railway Company as ‘‘class No. 30 miscellaneous scrap steel 
rail.”’ The purchasing agent of the Southern Pacific states that his 
company’s classification No. 30 covers guard rails, switch points, 
and frogs cut apart, which are unsuitable for any character of rail- 
road use, and that the material in the car in question was sold at 
a price from $8- to $10 less per ton that is obtainable for relaying 
rails. The shipment was sold by complainant to the Franklin Steel 
Works as scrap and was used by that company for rerolling, which 
involves breaking into pieces ranging from 5 to 8 feet long, heating 
in a furnace and reduction to a condition from which it may be rolled 
into bars, angles, or other desired shapes. It would be difficult to 
produce more conclusive evidence that the lading of this car was 
in fact scrap material. ; 

We find that the shipment was scrap steel and that the applicable 
rate was 33.5 cents, that complainants made the shipment as alleged 
and paid and bore the charges thereon at the rate herein found in- 
applicable; and that they have been overcharged in the amount of 
the difference between the charges collected and those which would 
have accrued on basis of the rate herein found applicable. The over- 
charges should be promptly refunded. 


Perishables—Liability of Carrier for Injury Thereto 


West Virginia.—Question: A shipment of lettuce, celery, 
etc., was tendered to a carrier in a refrigerator car as a less- 
than-carload during January and a clear bill of lading received, 
without even the customary notation, “Accepted at owner’s 
risk,” but with the notation “S. L. & C.” The car arrived 
at destination in due time, but the celery was frozen. Evi- 
dently the car was not suitable, but the carriers contend that 
it was, and that in their opinion the celery was frozen at the 
time of delivery to them at point of origin. Since a clear receipt 
was given by the carriers, we, of course, have no recourse against 
the shipper, and would like your opinion as to whether or not 
the carrier can be held responsible. Certainly the consignee 
should not be expected to assume the loss, nor is it reasonable 
under the circumstances to expect the shipper to do so. 

Answer: The mere fact that a clear receipt was given by 
the carrier is not conclusive that the celery when delivered to 
the carrier was not frozen. The burden is upon the shipper 
suing for damages to a carload of vegetables by freezing en 
route to show that they were unfrozen when delivered to the 
initial carrier. But proof that the shipment was in good con- 
dition and unfrozen when delivered to the initial carrier and 
was frozen when received from the terminal carrier makes a 
prima facie case against the carrier and casts the burden on 
it to show that the frozen condition was not caused by its 
negligence. Dye Products Co. vs. Davis, 204 N. W. 228. 


Furthermore, it has been held that a carrier of perishable 
goods, such as celery, shipped when freezing weather might 
reasonably be expected, is not liable at common law for failure 
to heat the car, there being no agreement therefor. W. H. Blod- 
get Co. vs. N. Y. C. R. Co., 159 N. E. 45. See, also, our answer 
to “Ohio” on page 560 of the September 8, 1928, Traffic World 
under the above caption. 

In the event that there is conclusive proof that the goods 
were not frozen at the time they were delivered to the initial 
carrier, the carrier is liable if it was negligent in the trans- 
portation of the goods, although not liable for damage resulting 
from the inherent nature of the goods. C. & O. Ry. Co. vs. 
Timberlake, Currie & Co., Inc., 137 S. E. 507; H. Rouw Co. vs. 
American Ry. Express Co., 291 S. W. 1001. 

The clear receipt given by the carrier does not release the 
shipper from liability in the event that it be shown that not- 
withstanding this clear receipt the goods were in a frozen 
condition when delivered to the carrier. 

Sales—Antedating of Commercial Invoices 

Ohio.—Question: Would appreciate decisions and citations 


covering the matter of ante-dating of commercial invoices, that 
is, dating ahead of invoices as against actual date of shipment 
shown on bill of lading for delivery to carriers in connection 
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with matter of terms of sale between buyer and seller of 2 
cent cash for payment within ten days from date of invoice “I 
for net payment of 30 days from date of invoice. = 

I presume the laws of the various states govern, but would 
like to know whether you are in possession of any informatio 
showing decisions or citations covering this matter. ’ 

Answer: As regards the sale of specific personal propert 
the rule which seems to be generally taken for granted igs that 
the place where delivery is to be made, where nothing ig saiq 
about it in the bargain, is the place where the property ig at 
the time of the sale or the seller’s usual place of business. 

Where the goods sold are to be shipped to the buyer py 
carrier, ordinarily a delivery to the carrier is deemed gq delves 
to the buyer, unless the seller has agreed to deliver at the eee 
of destination, and in such a case it seems that if nothing js 
said in regard to time of payment, it becomes due on delivery 
by the carrier. 

If the date of shipment determines the date of delivery to 
the buyer, and, if this date fixes the date for the computation of 
the credit period, it would seem that the date of the bill of 
lading and not the date of the invoice will govern in the com. 
putation of the credit period. In other words, the antedating 
of the invoice would appear to be of no significance where the 
date of shipment fixes the time of the passage of title to the 
buyer and the time of payment, unless it is specifically provided 
to the contrary in the contract of sale. 

Tariff Interpretation—Restrictions in Tariff Referred to Apply 


to Tariff Making Cross Reference 


INinois.—Question: The question of tariff interpretation hus 
come up with regard to several shipments which moved back in 
September, 1925, from Louisville, Ky., to Albuquerque, N. Mex. 
on which we would like to have your opinion. 

B. T. Jones’ Tariff 193-A, I. C. C. 846, supplement No. 11, 
shows Albuquerque, N. Mex., on the A. T. & S. F. R. R., as tak. 
ing El Paso or Deming, N. Mex., rate as a maxima. It happens 
that F. A. Leland’s Southwestern Lines’ Tariff 95-B, I. C. C. 1703, 
item 862, carries an exception to the application of the rates in 
this tariff from Louisville to El Paso on the A.T. & S. FRR 

In view of this exception, is it possible to force the A. T, & 
S. F. R. R. to protect the Louisville-El Paso rate to this tariff via 
other lines on a shipment from Louisville to Albuquerque? 

Answer: ‘See, in respect to this question, the Commission’s 
opinion in Lammert Furniture Co. vs. Southern Railway Co., 126 
I. C. C. 197. In this case the Commission said: 

Agent Jones’ tariff I. C. C. No. 1592 publishes commodity rates 
from Louisville, Ky., and other points to various destinations. In the 
index of stations Jasper is shown as taking Louisville rates and is 
subject to a reference mark which is explained on the same page 
as follows: “Rates named herein, or as may be amended, from 
these stations will only apply tq Cairo, Gale, and Thebes, IIl., and 
points taking same rates.”’ 

Defendants contend that the exception in Agent Jones’ I. C. C. 
1594, which named third class on furniture is limited in its applica- 
tion to the destinations Cairo, Gale, and Thebes, and that the ap- 
plicable second-class rates from Jasper to St. Louis are _ specific 
point-to-point rates as named in Southern Railway tariff I. C. C 
2075, and governed by official classification. 

Complainant contends that the restriction in Agent Jones’ I. C. C. 
1592 is effective only in connection with the rates actually contained in 
that tariff, and does not affect the application of Louisville rates from 
Jasper where the traiff is used merely as a basing book in which a list 
of points of origin or destination may be found. 

hen a tariff refers to another tariff for rules or application, the 
tariff referred to in effect becomes a part of the tariff making such 
reference, and any restrictions, which are a part of the tariff referred 
to, are thereby included in the tariff making the reference, unless 
the latter tariff clearly and specifically provides otherwise. Agent 
Jones’ tariff I. C. C. No. 1592 provides that Jasper takes Louisville 
rates only with respect to shipments destined to Cairo, Gale, and 
Thebes, Ill., and points taking same rates. Its application is not 
—— by the reference thereto in the exceptions to the classi- 
cation. 

We find that the rates charged were applicable. 
will be dismissed. 

Tariff interpretation—Effect of Use of “Proper” 

Ohio.—Question: We receive many shipments of returned 
steel, other than coppered or nickeled, cylinders from Texas 
points to our factory, which is located at the above address. 
Steel cylinders are excepted in Agent Johanson’s S. W. L. Ex 
ceptions in item 770 as taking one-half of fourth class rates 
and tariffs made subject to this circular. In the fore part of 
the item the territorial application is set out which governs 
this provision, which includes Texas points to Milwaukee ter 
ritory, Cincinnati, O., proper, etc. To this destination the Cit- 
cinnati, O., basis is lower than combinations constructed over 
other basing points. The carriers are endeavoring to collect 
further amounts upon the argument that item 770 restricts the 
one-half of fourth class rating to shipments moving to Cincinnati, 
O., only, and, therefore, since the word proper is inserted in the 
item immediately following Cincinnati, said provision is inapD- 
plicable in connection with shipments moving through that point. 

Won’t you kindly favor us with your opinion as to the 
proper basis, citing us any decision you may be able to locate 
in point? 

Answer: In Callahan Sons vs. Director-General, 87 I. C. ©: 
331, the Commission said: 


The complaint 


Defendant contends that the use of the word “proper” after 
the words “New Orleans, La.,’”’ did not authorize the application of 
the transit service on export shipments. Complainant does not con- 
tend that the above provision published an export rate, but does 
insist that when read in connection with the terminal tariff to 
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SAILINGS 


Between 


Ghe 
Port of Houston 


and 


United Kingdom Ports 











Panama Pacific Line 


takes pleasure in 


announcing 


that the new passenger and freight steamer 


VIRGINIA 


(33,350 tons displacement) 








will sail for California December 8. Virtually a 
sister ship of the S.S. California, these two outstand- 
ing liners are the largest steamers ever built under 
the American flag. Most modern cargo handling 
facilities. Many large side ports, garage deck for 
automobiles. Large refrigerator and cool air space. 
Fastest sea service from New York to the West 
Coast. 







Gulf-Europe Line 
Harrison Line 
Larrinaga Line 














From NEW YORK From SAN FRANCISCO a Ukay Line 
VIRGINIA (new) . Dec. 8 VIRGINIA (new) . Dec. 29 Leyland Line 
MONGOLIA . . . Dec.22 MONGOLIA .. . Jan. 12 Head Line 

Lord Line 







CALIFORNIA (new) Jan. 5 CALIFORNIA (new) Jan. 26 





Assuring exceptional service between 
United Kingdom Ports and the Port 
of Houston. 


Panama Pacifie Line 


International Mercantile Marine Company 


No. 1 Broadway, New York City 
Or any authorized Steamship or Railroad Agent 


UNITED FRUIT OUaPANI 
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ee 
<<: GREAT 
FLEET ; 
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Handling facilities at the port are 
such as to assure prompt service— 
warehouse space ample for storing 
any cargo. 
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=) > Steamship Service 








18 railroads serving Houston ex- 
pedites delivery to and from the 
Port. 







General Offices, One Federal St., Boston, Mass. 
REGULAR FREIGHT SAILINGS. 


Between 


New York New Orleans 


Boston and San Francisco 


and 
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For interesting data on the 
Port of Houston send for 
FREE copy 










of the 


PORT BOOK 
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the New Orleans & North Eastern the rate to New Orleans applied 
on export traffic. The terminal tariff provided that in the absence of 
pee — the published tariff rates to New Orleans would apply 
to ship side. 

When the Southern Railway undertook to put Louisville on a parity 
with East St. Louis as a grain-shipping point it published the transit 
arrangement in question. It was not the intention to deny the bene- 
fit of the transit arrangement to export traffic, but the word ‘proper’ 
was inserted to prevent the application of the rate to points within 
the area of the port of New Orleans such as Algiers, Amesville, West- 
wego, Gretna, Harvey, and Port Chalmette, which commonly takes 
theh same rates as New Orleans. 


In our opinion, the same reasoning is applicable in the in- 
stant case, in so far as the use of the rate to Cincinnati as a 
factor in the construction of a combination rate is concerned. 


Damages—Measure of 


Louisiana——Question: Please refer to your answer to “Lou- 
isiana,” page 408, Traffic World, issue of August 18, 1928. 

Cases as cited by you all cover merchandise purchased for 
resale, and the only question involved is whether wholesale or 
the resale price would govern. 

While the authority seems to be divided, we will admit, for 
the sake of argument, that the resale price on these signs is 
proper measure of damage, we would then like to know just 
how you would arrive at their resale value. 

A does not sell B signs, but sells him advertising. These 
advertising contracts call for so many displays over a certain 
period, and the amount of the contract is dependent on the 
length of the period. In this case it was two years, at the end 
of which time signs remained the property of A, and he might 
renew the contract for another two years for an equal amount. 
If, according to your decision, contract price of the display was 
equivalent to the resale value of the signs, then if the contract 
had been for a period of four years instead of two years, the 
Value would have been approximately double. 

Again, you appear to assume that the display is represented 
by the signs only, whereas in fact it was made up of many dif- 
ferent factors. The frame or post on which these signs were 
erected was just as much a part of the contract price as the 
signs themselves, as was also the question of ground rental 
and upkeep on the signs. The life of one of these signs is 
purely speculative, as they are subject to hazards, storms, van- 
dals, etc., and might have to be replaced entirely within a 
month’s time or they might outlast the contract. 


The fact that in this case A let the maintenance contract 
at a stipulated sum, would not, in our opinion, alter the cir- 
cumstances, but this is merely a species of insurance. 


In this particular case we are asked to pay approximately 
$800 for signs that could be replaced for not over $200, and 
certainly this $600 does not represent a reasonable profit on 
the signs themselves, although it might well represent a reason- 
able profit on advertising contract under conditions named in 
the foregoing. 

I will appreciate it very much if you will give this matter 
further consideration, it being our opinion that the loss entailed 
by cancellation of this contract constituted consequential dam- 
ages, and that, in the absence of the market price of the signs, 
measure of damage would be the manufacturer’s cost, including 
drayage and incidental shipping expense. 


Answer: In Southern Express Co. vs. Owens,. 41 Sou. 752, 
cited in St. L. I. M. & S. Ry. Co. vs. Dague, 176 S. W. 138, the 
court *said: 


Ordinarily, where property has a market value that can be shown, 
such value is the criterion by which actual damage for its destruction 
or loss may be fixed. But it may be that property destroyed or lost 
has no market value. In such state of the case, while it may be 
that no rule which will be absolutely certain to do justice between 
the parties can be laid down, it does not follow from this, nor is it 
the law, that the plaintiff must be turned out of court with nominal 
damages merely. Where the article or thing is so unusual in its 
character that market value cannot be predicated of it, its value 
or plaintiff’s damages, must be ascertained in some other rational 
way, and from such elements as are attainable. 


The above cases do not cover facts similar to those in the 
instant case, and we cannot locate any case which definitely 
determines whether damages suffered by the shipper in the 
instant case are special or consequential in nature or such as 
may be said to have been in contemplation of the parties at 
the time the shipment was delivered to the carrier for trans- 
portation. We are inclined to the opinion, however, that the 
profits of the seller which were lost by reason of the carrier’s 
negligence in the transportation of the shipment, are similar in 
nature to those involved in the ordinary case, although some- 
what difficult of ascertainment. 

Demurrage—Weather Interference 

INinois.—Question: Referring to your answer to “Illinois” 
appearing on pages 502,-504 of The Traffic World of Sept. 1, 
1928, subject “Demurrage—Weather Interference.” 

There are two features in connection with the question 
submitted by “Illinois” which are not covered either in the 
question or your answer thereto. 

First—It is pointed out that the freight was of such a nature 
that it would not be injured by moisture, but consignee’s team- 
ster refused to work in the rain. The note at the head of De- 
murrage Rule 8, section A, paragraph 1, specifically provides 
that if others similarly situated and under the same conditions 
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could and did unload cars during the same period of 
allowance shall not be made. 

Second—Neither the question nor your answer states 
whether a written claim for allowance account weather inter. 
ference was filed by consignee within the 30 day period, ag 
required by the last sentence of Demurrage Rule 8, sec. A, Par. 
1. The tariff provides specifically that allowance will not be 
made unless such claim has been filed within the stated periog 
namely, 30 days, and the Interstate Commerce Commission and 
the courts have held that a tariff provision may not be waiveq 

In connection with the number of additional hours’ free time 
to be allowed (provided the above mentioned conditions hag 
been met and any allowance is proper), you have apparently 
overlooked the provision of the opening paragraph to Demurrage 
Rule 8, reading in part as follows, which applies in connection 
with the various causes named in the rule: 

“No demurrage charges shall be collected under these rules 
for detention of cars through causes named below.” 

Reading this provision in connection with section A, para. 
graph 1 of rule 8, it is clear that before allowance can be made 
account weather interference, the detention to the cars must 
be due to weather interference. 

On the statement of facts as outlined in the question, the 
consignee’s employes do not work at loading or unloading after 
6 p. m. and the car would not have been unloaded between 
the hours of 6 p. m. and 10 p. m. regardless of the condition 
of the weather. The conditions of the weather during such four 
hour period cannot be treated as causing delay to the car, and 
since cancellation or refund is authorized only when the delay 
is through causes named in rule 8, an allowance for the period 
6 p. m. to 10 p. m. cannot legally be made. 

If, under the tariff provisions referred to above, any allow- 
ance is due, it could not exceed the actual hours during which 
the condition of the weather actually prevented unloading the 
car, namely, from 2 p. m. to 6 p. m., or four hours. This would 
extend the free time period to 11 a. m. of the third day after 
placement, thereby giving the consignee a full 48 hour free time 
period, during the working hours of which no weather inter- 
ference occurred. 

Will you kindly give this matter further consideration in 
the light of the foregoing, publish a further answer, giving the 
two points outlined above, and correct your answer with respect 
to the number of additional hours’ free time to be allowed in 
this case? 

Answer: While the term “during any part of” in the first 
sentence of section A-1, or rule 8, was incorporated in the pro- 
vision covering weather interference at some time subsequent 
to the original promulgation of the demurrage rules and would 
seem to afford ground for more than one interpretation of the 
provisions, we believe that you have placed the more reasonable 
construction upon the provisions and therefore will amend our 
answer accordingly. 

The matters referred to in the paragraphs of your letter 
prefaced by first and second were not given consideration for 
the reason that the only question raised was as to the manner 
of computing the extension of free time by reason of weather 
interference. 


Tariff Interpretation—Actual Character of and Not Description 
in Bill of Lading Determines Applicable Rate 

Michigan.—Question: Will you kindly advise what action 
may be taken to recover freight charges paid in excess where 
the bill of lading incorrectly classifies a commodity? For in- 
stance, A makes a shipment to a point in Western Classification 
territory and it is found later that had the name of the com- 
modity been shown properly on the bill of lading a cheaper rate 
would have applied. 

Can shipper file claim for refund, or does Interstate Com- 
merce Commission rule No. 348 prevent shipper from taking 
action? If a refund is in order kindly advise time limit within 
which claim may be filed. The writer would appreciate your 
authority for decision given. 

Answer: The Commission’s Conference Ruling No. 348 is 
not applicable in the instant case, this Conference Ruling ap- 
plying where the shipper omits a notation on the bill of lading 
which is essential to his obtaining a transit privilege, which 
privilege could only be availed of while the shipment was in 
the course of transportation. 

The decision of the Commission in Harris Brothers Co. vs. 
Director-General, 60 I. C. C. 428, applies to the instant case. 
Therein the Commission said: 


time, 


Defendants also urge that the bills of lading must govern, and 
that complainant can not show by parol evidence that the shipments 
were of something other than as described by it or its agent in the 
transportation contract contained in the bills of lading. This con- 
tention is without merit. See Carthage Marble & White Lime Co. 
va. M. P. BR, BR. Co, 61.4. SC. C..608. 


You may file a claim with the carrier for refund, and, in 
the event that your claim is declined by the carrier, you may 
then file a complaint with the Commission, provided the com- 
plaint is filed within the period of time specified in subdivision 
(c) of paragraph 3 of section 16 of the act. In lieu of filing a 


claim with the carrier you can, of course, file a complaint directly 
with the Commission in accordance with the above referred to 
section of the act. 
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There is no finer symbol of service than the freight car. There is 
nothing that so universally serves mankind. Practically everything 
everyone eats, wears, works with, lives in, or enjoys has been carried 
one or more times in a freight car. 


Missouri Pacific Lines men feel a justifiable pride in efficiently 
maintaining their thousands of freight cars so they are always ready 
tor service in sufficient quantities to meet the needs of all shippers. 
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MEN IN TRANSPORTATION 





In addition to carrying on his regular duties as a member 
of the Interstate Commerce Commission, Clyde B. Aitchison is 
rounding out his second term as a commissioner in the produc- 
tion of a document that will prove to be an indispensable ref- 
erence work for all those who have to do with the many phases 
of the regulation of common carriers. 

In 1927, Senator Hawes, of Missouri, a member of the Sen- 
ate interstate commerce committee, came to the conclusion that 
it would be helpful to members of Congress and others to have 
published what might be called, although not in a strictly legal 
sense, “a transportation code.” A resolution offered by the 
senator to give effect to his idea was adopted by the Senate in 
the Sixty-ninth Congress and, at the beginning of the Seventieth 
Congress, a substitute resolution was adopted to meet sugges- 
tions made by the Commission. The resolution, among other 





c. B. AITCHISON 


things, requires the Commission to prepare a manuscript cover- 
ing the text of those provisions of law administered by it or 
that affect its work, powers, or duties, and digests of pertinent 
decisions of the Commission and the federal courts. 

The task of complying with the request of the Senate was 
assigned to Commissioner Aitchison. As the result of work done 
by him personally and by members of the Commission’s staff 
working under his supervision, it is expected that, by October 1, 
there will be ready for the printer approximately two-thirds of 
the manuscript that, when finally completed, will fill four vol- 
umes of about 1,000 pages each. The manuscript is to be pub- 
lished as a Senate document. In view of the size of the work, 
it is expected that free distribution thereof will be limited, but 
copies may be bought from the Government Printing Office. 

With long experience in dealing with the law relating to 
state and interstate commerce, Commissioner Aitchison was 
deemed by his colleagues to be eminently qualified to be the 
author of such a work as that desired by the Senate. His first 
step was to put to work a group of library clerks whose duty 
it was to cut and paste every index-digest paragraph from every 
volume of the Commission’s reports and to show at the top of 
the cards on which these paragraphs were pasted the volume 
and page. Approximately 125,000 of these cards have been pre- 


pared. An experienced Commission examiner was assigned to 
the searching out of federal court reports that covered interstate 
transportation cases and these were assembled in appropriate 
In connection with this part of the work, Commissioner 


form. 
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Aitchison made available his Supreme Court files, covering thoy. 
sands of points and briefs and textbook writers’ comments, re. 
lating to both Supreme Court and lower federal court cages 

The last work that is done on each section and paragraph 
of the manuscript is the editing thereof by Commissioner Aitchj. 
son. Included in the work will be a volume of conference 
rulings, tables of cases, index, the interstate commerce act anq 
allied acts, tabulation of reheard cases, and miscellaneous ma. 
terial. He has devised a system of cross-references to facilitate 
the finding of desired points. In brief, the work will show the 
provisions of the interstate commerce act and allied acts ang 
Commission and court cases relating to them in such form that 
they may be turned to readily. An interesting feature of the 
manuscript will be that there will be included therein notes as 
to the history of the legislation. These notes will follow every 
code paragraph quoted. It is planned to issue, from time to 
time, supplementary editions, to the end that the work will be 
kept up to date in the form, classification, and style of the origi- 
nal publication. 

Preparation of the manuscript will cost thousands of dollars, 
Congress, however, did not see fit to appropriate any money 
to enable the Commission to meet at least a part of the cost 
without drawing on the funds appropriated for the performance 
of its regular duties, though an appeal for a special appropriation 
was made by Commissioner Aitchison. 

The present term of the commissioner will expire December 
31, 1928. He was originally appointed as a commissioner in 
September, 1917, and has thus served eleven years. In that 
time he has served as chairman twice. He was born in Clinton, 
Ia., February 23, 1875. He was educated in Iowa and Nebraska 
and was graduated from the Hastings (Neb.) College in 1893, 
After practicing law in Iowa until 1903, he went to Oregon and 
several years later was appointed a member of the Oregon 
railroad commission. When that commission was reorganized 
as a utilities commission, he was elected a member of it in 1908 
and reelected in 1912. He did not complete the latter term, 
however, having gone to Washington in 1916 as valuation counsel 
for the state commissions. Practically from the inception of 
his practice of law, he has been identified in one way or another 
with railroad and utility regulation problems. 

Among the more important cases that have been handled by 
Commissioner Aitchison are the Standard Time Zone investiga- 
tion; Pacific Lumber Company vs. Northwestern Pacific, 51 
I. C. C. 738, wherein the commissioner told the Director-General 
of Railroads that the Commission must notice judicially that 
“the war has come to an end,” and come back to a peace-time 
administration of the interstate commerce act; National Whole- 
sale Grocers’ Association vs. Director-General, 62 I. C. C. 405, 
involving the peddler car controversy between the grocers and 
the packers; the grain and hay cases of 1921 and 1923, 641. C. C. 
85, and 84 I. C. C. 362; the Assigned Car Cases, 80, I. C. C. 
520, and 93 I. C. C. 701; Rules Governing Ratings of Coal Mines, 
95 I. C. C. 309; York Switching Case, 73 I. C. C. 40; and Con- 
struction of Railroad Lines in Eastern Oregon, 111 I. C. C. 3. 

In 1920, when the so-called outlaw switchmen’s strike was 
in progress, Mr. Aitchison was put in charge of the Commission’s 
bureau of service, and, acting under authority conferred on it 
by the transportation act of 1920, the Commission issued a series 
of service orders to the end that coal and crops might move. 
Again, in 1922, when the strikes of coal miners and railway 
shopmen were playing havoc with the movement of traffic, the 
commissioner served as a member of the committee on coal dis- 
tribution of which Herbert Hoover was chairman, the other 
members having been the Attorney-General of the United States 
and the Secretary of the Interior. Commission service orders 
were again resorted to in that period. Later, convictions of 
shippers for violations of the service orders resulted in the 
collection by the government of approximately $250,000 in 
fines.—-S. H. S. 


NEW ENGLAND BOARD 


Approximately 350 shippers and railroad men convened 
September 21 at Bridgeport, Conn., at the tenth regular meeting 
of the New England Shippers’ Advisory Board. A note of op- 
timism was prevalent throughout the meeting as to business 
conditions. Twenty-three of the committees reporting indicated 
increases in business, in some cases as high as 30 per cent, 
while ten indicated decreases. A weighted average of the fore- 
cast shows an increase of 2.1 per cent in the carloadings for 
the last three months of 1928, as compared with the same months 
of 1927. 

In addition to the commodity committee reports, there were 
received reports of current business conditions from Harry A. 
Sleeper, traffic manager of the Sullivan Machinery Company, 
representing New Hampshire; Colonel Frederick H. Payne, 
president, Associated Industries of Massachusetts, representing 
Massachusetts; Richard B. Watrous, secretary, Providence 
Chamber of Commerce, representing Rhode Island, and E. Kent 
Hubbard, president, Manufacturers’ Association of Connecticut, 
representing Connecticut. Colonel Payne touched briefly on the 
opportunities for increase in business from this section, particu- 
larly in export trade. Mr. Hubbard, after indicating the growth 
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of business in Connecticut in the last two years, stressed the 
necessity for the employment of trained traffic executives for 
the furtherance of New England interests. 

As an indication that New England is holding its own, it 
was brought out by District Manager Randall that the decrease 
in carloadings in New England for the first 34 weeks of 1928 
was 1.6 per cent, as compared with 1927, while the decrease in 
the country as a whole was approximately 4 per cent. 

The next meeting will be held at Boston, in March. 

A digest of the reports of the commodity committees, fore- 
casting, car requirements for the last three months of the year, 
compared with actual loadings in the same period of 1927, 
follows: 


Increase Decrease 
Automobiles and Accessories.......... 10 to 12% 
Brass, Bronze and Copper............. 10% 
I NS 66. 6:06, u.0.0:4:6:4.0.¢:0'0:00 10 300% 10% 
Building and Monumental Stone....... Slight x 
RE Hath dee dT 5. oicincgen00ss.ccceus eves eees 15% 
NE Hig: 5.65as 44:48:06,650 0055 -a ows arene 10% 
/ NN o5:3.6.06-0-¢asead ones cmwiaee< No Change 
ais a Die skin ikenes Do Oke thane eee No Change 
I 5 5.05 5:6, 0)010ih:4.6-5.5 0 devaewe hdl 10 to 15% 
I Sot b-4'i5.3;0. abiariniein du b60d-biedve 4% 
SEE rere 5% 
Cotton and Cotton Products........... No Change 
NN ib.6-6-t'0:6 6613.d 4 0550 04446:00:0 No Change 
Electrical Machinery and Appliances. .5% 
IS 6 50.0 503066 Nvbie6os~ Eos vanbdwe eel Slight 
ESE EARNS STR SOPRA Peper pee emp No Change 
PUNO s 6 60 6.00500: 000660 ee sesviscceneses 10% 
EN uiase 6.050.406. 000 w6u0 0:00 9044040405 Slight 
A en Pos eee 10% 
Hardware and Small Tools............ 5% 
COO S60: 6 00.0.906:6.0: 404-66 0:46:06: 60.6. 80 02.0'0'0 50% 
eS rr eee 10% * 
EE ES 6550.0 0Rdhes Ces rder oxen 5 to 10% 
REP ery rai Cee lo 
TN Edd aiavs wowlddis ahclad hres:e aeaide'e eae 10% 
Ries 556566 OEsodbedaeeenedusiee 10% 
TAVOMIOOK 6 oo 0.0.c ccc ciccdicscccescecccccces 5% 
Lumber and Forest Products.......... Yo Change 
RES AAs eae eee err 10 to 15% 
Miscellaneous Manufactures........... Slight 
Be errr errr 5% 
Packing House Products.............. 5% 
. ° § . Se 5 to 10% 
ere 15% 
NGS wiki ab aiG a aik-wieinie his:e.e 0.60.0 84 4 4,450 No Change 
Pumps, Tanks and Boiolers........... No Change 
ae ee No Change 
SE IOI. 6.6550:0.06.6.00:50:0.006018 sti No Change 
ET IS 0 iG4's:.6: ¢:hidve dino 00 6,0 0:65 Beaver 30% 
SERRE eae Oa ae - penmennnae o 10% 
RAR ee ee 5 a ee ae Slight 
Valves, Valve Fittings and Plumbers’ 
EE rire a as No Change 
fl ETT: Tm 
ES ree cere ee No Change 


NTN OF 94.9:4-60bie 6 adds 4dicabe todas Slight 


GREAT LAKES ADVISORY BOARD 


Committee chairmen representing thirty commodities in the 
territory of the Great Lakes Regional Advisory Board will report 
on current conditions in their various lines and estimate car 
requirements for the last quarter of the year at the twenty- 
second meeting of the board at Cleveland, O., October 3. A 
representative group of bankers of the district, headed by F. J. 
Parker, vice-president of the First National Bank of Detroit, 
wi]Jl present a review of conditions as they appear to them. 
Following the banking and industrial reports, representatives 
of the railroads of the territories will report on condition of 
equipment and related matters. W. J. McGarry, manager of 
the car service division, American Railway Association, will sur- 
vey the transportation situation over the country generally, and 
A. P. Stevens, district manager, will report on conditions local 
to the board. F. H. Baer, of the Cleveland Chamber of Com- 
merce, general secretary of the board, will have charge of 
arrangements. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York, at a meeting September 25, 
voted unanimously to re-enter the Associated Traffic Clubs of 
America and plans to send delegates to the semi-annual meet- 
ing at Chicago. George R. Wales, United States Civil Service 
Commissioner, was the speaker at the meeting. He discussed 
various features of the civil service. 





At an open forum meeting of the Traffic Club of Chicago 
the evening of September 27, called for the purpose of acting 
on the resolution adopted by the delegates to the San Fran- 
cisco meeting of the Associated Traffic Clubs of America on 
— of political control of rates, the resolution was 
ratified. 





The Traffic Club of Baltimore will hold a meeting at the 
Emerson Hotel October 2. M. E. Towner, general purchasing 
agent, Western Maryland, will be the speaker. 


The San Antonio Traffic Club held a meeting at the Y. M. 
C. A. September 24. L. C. Picknot, of the Central Power and 
Light Company, was the speaker. C. M. Winther, traffic man- 
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ager of the same company, was in charge. 


A nominatin 
mittee was appointed. & com- 











The Transportation Club of Seattle resumed its month} 
dinner-meetings September 25. A. Lane Cricher, assistant 
chief, transportation division, U. S. Department of Commerce 
was the guest and speaker. ’ 





The Indianapolis Traffic Club will hold a luncheon at the 
Severin Hotel October 4. Managers Dame and Wells, of the 
local unit of the United States Department of Commerce, yj 
be the speakers. On October 18, the club will give a dinner at 
the Indianapolis Athletic Club, in honor of the B. & O. ang its 
official family. Danied Willard, president of that road, will be 
the principal speaker. 








The Traffic Club of St. Louis will hold the first of its 
weekly luncheons of the season at the City Club October 
There will be a program of entertainment. ; 








The following officers have been elected by the Transpor. 
tation Club of Des Moines: President, J. J. Lynch, traffic map. 
ager, Herring-Wissler Company; vice-president, A. L. Johnson 
agent, C. B. & Q.; secretary, Guy Adams, traffic manager, Pratt 
Paper Company; directors, Messrs. McNamee, Emmke, LaScelj 
and Wingett. E. M. Wentworth, district freight agent, Penp. 
sylvania, and H. R. VanMaren, traffic manager, Armand Com. 
pany, have been appointed delegates to the meeting of the 
Associated Traffic Clubs of America at Chicago. J. B. Rayn, 
assistant general freight agent, Rock Island, has been appointed 
alternate. 





The Transportation Club of St. Paul held a luncheon at 
the Union Depot dining room September 25. Arthur Casey, of 
the Casey Players, was the guest and speaker. 





The executive committee of the Ohio Valley Shippers’ Ad. 
visory Board, at a meeting at Louisville, September 18, reported 
unfavorably on a resolution contemplating adoption and advo. 
cacy, by the board, of the educational program of the Associ- 
ated Traffic Clubs of America. The committee felt that it did 
not come within the scope of the board’s work. 





The Paéific Traffic Association has ratified the resolution 
pertaining to political rate making adopted by the Associated 
Traffic Clubs of America at the meeting at San Francisco. A 
meeting will be held at the Palace Hotel, San Francisco, Octo- 
ber 2. Captain Walter J. Petersen, manager, Waterfront En- 
ployers’ Association, will speak on “The American Merchant 
Marine in Foreign Trade.” William C. Hubner, traffic man- 
ager, A. M. Castle & Co., will give a fifteen minute talk on 
“Development of American Railroads Under Government 
Regulation.” 


















The Traffic Club of Kansas City held a meeting at the / 
Kansas City Athletic Club September 25. Dr. J. H. Styles, 
registrar and instructor at the Kansas City College of Oste 
opathy and Surgery, spoke on “Much Ado About Nothing.” A 
dinner meeting will be held at the Hotel Muehlbach October & 

A. Lane Cricher, assistant chief, transportation division, U. 8, 
Department of Commerce, Washington, will speak on “The 
Industrial Traffic Department.” Mr. Cricher is making a tour 

of the country for the purpose of surveying industrial trafic / 
departments and conditions pertaining thereto. His tour & 
sponsored by the speakers and educational committees of the 
Associated Traffic Clubs of America. George .F. MacGregor, 
executive general agent, Frisco, and president of the club, will 
preside. There will be a program of entertainment. 



















The El Paso Traffic Club has ratified the resolution per 
taining to political rate making adopted by the Associated 
Traffic Clubs of America at San Francisco. The annual outing 
of the club was held at Juarez, Mexico, September 22. A bar 
becue dinner was served and there was dancing. ; 













The Traffic Club of Tulsa has ratified the resolution per 
taining to political rate making adopted by the Associated) 
Traffic Clubs of America at San Francisco. 














There was an attendance of 100 at a meeting of the Trafli¢ 
Club of Kalamazoo September 18. The program was in com 
memoration of the anniversary of the completion and signing) 
of the Constitution of the United States. Alfred Southon, ge 
eral sales manager, Kalamazoo Vegetable Parchment Company 
was the speaker. A meeting will be held October 16, at whic 
the Battle Creek Traffic Club, of “two and a half’ membership 
fame, will have charge of the program, with Ed Nettels, of th 
Postum Cereal Club, as “interlocutor.” 



















The Traffic Club of Minneapolis held its first meeting ¢ 
the season at the Nicollet Hotel September 27. Hans Engel 
New York representative of the German Railways, presente 
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films showing the German transportation system. As a new 
feature of the luncheon-meetings, general discussion was in- 
vited from the members. The date of the sixteenth annual 
banquet of the club has been changed from November 22 to 
December 6. 





The Traffic Club of New Orleans has chosen Joseph Lal- 
lande, president of the club, as delegate to the meeting of the 
Associated Traffic Clubs of America at Chicago. 





The Norfolk-Portsmouth Traffic Club has ratified, by unani- 
mous vote, the resolution pertaining to political rate making 
adopted by the Associated Traffic Clubs of America at San 
Francisco. G. H. Kingsbury, general western agent, N. & W., 
has been appointed delegate to the semi-annual meeting of the 
national organization at Chicago. 





The Junior Traffic Club of St. Louis held its first meeting 
of the season at the Warwick Hotel September 25. It was 
designated “Frisco Night.” J. N. Cornatzar, president of the 
Traffic Club of St. Louis and passenger traffic manager, Frisco, 
was the guest and speaker. A special committee, headed by 
Gene Roth, has been appointed to arrange for a series of con- 
ference meetings of an educational nature. The first of such 
meetings has been set for October 16, at which time represen- 
tatives of the Western Weighing and Inspection Bureau. will 
speak. A “weinie roast” will be held October 10. 





The Transportation Club of Louisville has selected S. A. 
Cash, traffic manager, B. F. Avery and Sons, and secretary of 
the club, to represent it at the meeting of the Associated Traf- 
fic Clubs of America at Chicago. Mr. Vandenburgh was ap- 
pointed alternate. 





The Junior Traffic Club of Chicago will hold its fall dinner 
meeting at the Palmer House October 4. The speaker will be 
Ninian C. Welch, who will speak on the Constitution of the 
United States. 





The Brooklyn Traffic Club held a meeting September 20 at 
the Hotel St. George, presided over by the president, F. Bilek, 
traffic manager, Chelsea Fibre Mills. The speaker was Charles 
» W. Braden, traffic manager, Kentucky Alcohol Corporation, and 
vice-president of the Traffic Club of New York, whose subject 
was “This Traffic Game of Ours.” The main business of the 
evening was the election of a nominating committee as follows: 
W. P. Kohler, New York Central; S. E. Hughes, McLellan 
Stores Company; E. A. Buchmann, H. C. Bohack Company; 
L. W. Honer, Clyde-Mallory Steamship Company;.J. H. Becker, 
Chesapeake & Ohio; G. J. Maule, Luckenbach Steamship Com- 
pany, and H. R. Fiest, Central Railroad of New Jersey. After 
a discussion of traffic problems affecting Brooklyn, the enter- 
tainment committee presented some well-known artists. 





The “Bouillon and Dancing Party” of the Transportation 
Club of St. Paul set for September 27 was called off. 





The Transportation Club of Columbus has ratified the reso- 
lution pertaining to political rate making adopted by the Asso- 
ciated Traffic Clubs of America at San Francisco. 





Personal Notes 


B. W. Scandrett, of St. Paul, general solicitor of the North- 
ern Pacific, becomes vice-president October 1, with general jur- 
isdiction, subject to the president, over all departments. 

Theodore P. Artaud has been elected vice-president of the 
National Association of Owners of Railroad and Public Utility 
Securities, Inc. He has been in charge of the Washington office 
of the association as director of research and will continue in 
that capacity, in addition to his new duties. He was formerly 
executive assistant and supervisor of land appraisals of the 
bureau of valuation of the Commission. 

The speakers and their subjects at the meeting of the 
transportation section conference of the Associated Industries of 
Massachusetts at the thirteenth annual meeting of that organ- 
ization at the Copley-Plaza Hotel, Boston, October 17, will be 
A. E. Heiss, head of the Washington news bureau of The Traffic 
World, “Stupidity of Shippers and Carriers in Respect of Work 
Required of the I. C. C.,” and C. E. Childe, Omaha, president 
of the National Industrial Traffic League, “The Transportation 
Problem as Viewed by a Western Traffic Man.” 

Effective October 1, H. G. White, general agent, Clyde 
Steamship Company, at Jacksonville, Fla., will retire. W. J. 
Martin, having resigned as agent at Jacksonville, the position 
has been abolished. G. W. Bartlett, general agent, Mallory 
Steamship Company, at Tampa, Fla., has been transferred to 
Jacksonville as general agent of the two companies. The posi- 


tion of general agent at Tampa has been abolished. R. L. Gil- 
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lett has been appointed agent, Mallory Steamship Com 
Tampa. Mr. Bartlett will have general supervision ove 
departments of the two companies at Jacksonville and 


Dany, at 
r all the 


George W. Martin, general agent, Rock Island, at pe 


on his own request, will be retired October 1, after 29 ye 
with that company. ars 
W. L. Donaldson has been appointed assistant western traffi 
manager, Lehigh Valley, at Chicago. Ira S. Auch hag re 
appointed general freight traffic agent at Buffalo. The take 
diction of M. J. Ormond, general eastern freight agent ae 
York, has been extended to include all freight agencies at 
Philadelphia. 
T. R. Cochrane has been appointed division freight 
Wabash, at Detroit. 
been abolished. 


a 
The position of district freight aguat tae 


William G. Kidd 
tember 1 became a 
dent of the Birmingham 
Traffic and Transports. 
tion Club of Birmingham 
Alabama. He is an or. 
ganizer and charter 
member of the club and 
has served as secretary, 
treasurer and member of 
the board of governors. 
He is a native of Penn. 
sylvania and was edu. 
cated in the public 
schools of Pittsburgh, 
He attended special 
classes at the University 
of Pittsburgh, completing 
courses in economics, ac- 
counting, transportation, 
and business law. He 
began his business ¢a- 
reer with the Pennsyl- 
vania Lines, general pas- 
senger department, and 
later was employed as 
stenographer in the 
freight claim department 
of the Pittsburgh & Lake 
Erie and as division 
clerk, accounting department, of the Wabash Pittsburgh Ter- 
minal Railway. In 1911 he entered the service of the Wabash 
Railway at Pittsburgh, as stenographer, later becoming rate 
clerk, chief clerk, and soliciting agent. In the World War he 
enlisted in a unit from the University of Pittsburgh. Returning 
from service overseas, he was connected with a paving con- 
struction company for a short time. He reentered the service 
of the Wabash in 1920 as traveling freight agent, at Pittsburgh, 
and in October of that year was appointed general agent at 
Birmingham, Alabama. 

W. B. Rudd, of the Union Switch and Signal. Company, dis- 
cussed various methods of switching cars and yard construction 
before more than one hundred industrial traffic managers at a 
meeting of the Shippers’ Council of the Pittsburgh Chamber of 
Commerce September 19. 

G. W. Forester is no longer traffic manager of the North 
Carolina and South Carolina Cotton Mills Association at Atlanta. 
Carl R. Cunningham has been appointed traffic manager pro tem. 


M. C. Daly has been appointed general agent, G. L. & N., at 
Houston, Tex. 


H. I. Lathrop, formerly manager, Universal Transcontinental 
Freight Service, has been promoted to assistant general freight 
agent, Universal Carloading and Distributing Company, at De 
trot. 

William L. Robinson has been appointed general agent, C. 
& E. L, at New York, effective October 1, succeeding G. C. Whit- 
ney, resigned to accept service with another company. Robert 
A. Wogan has been appointed general agent at Boston, succeed- 
ing Mr. Robinson. 


FREIGHT TRAFFIC OFFICERS MEET 


A junior class membership, comprising all men coming under 
the head of soliciting freight agents, traffic representatives, oF 
traveling freight agents under the age of 35 years, will be re 
ceived into the American Association of Freight Traffic Officers, 
under a proposal adopted at the meeting of the association at 
French Lick Springs, Ind., September 22. 

Two hundred attended the annual dinner, many of whom 
were members of the National Freight Traffic Golf Association, 
holding its annual tournament at French Lick September 20, 
and 22. Archibald Fries, retiring president, was toastmaster. 
Remarks were made by George A. Blair, G. T. M., Wilson & 
Co., Chicago; H. R. Kurrie, president of the Monon Railroad, 
and F. E. Madden, St. Paul, Minn. Sixteen members of the 
Baltimore and Ohio Glee Club were present and sang songs. 
E. P. Vernia, chairman of the annual dinner committee, received 
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a vote of thanks for the program. Officers were elected as fol- 
lows: 

President, Charles Barham, vice-president, N. C. & St. L. 
Ry., Nashville, Tenn.; first vice-president, E. R. Oliver, vice- 
president, Southern Railway, Washington, D. C.; second vice- 
president, G. H. Ingalls, vice-president, New York Central Lines, 
New York, N. Y.; third vice-president, C. S. Fay, T. M., Southern 
Pacific Lines, New Orleans, La.; fourth vice-president, H. W. 
Beyers, F. T. M., C. & N. W. Ry., Chicago, Ill.; secretary-treas- 
urer, Jack D. Gowin, A. G. F. A., Missouri Pacific lines, Chicago, 
Ill. 

The five members elected to the executive committee were 
as follows: R. B. Robertson, A. T. M., Union Pacific System, 
Los Angeles, Calif.; J. W. Graham, vice-president, Nickel Plate 
Road, Cleveland, O.; S. A. Allen, F. T. M., Baltimore & Ohio 
R. R., Chicago, Ill.; P. P. Hastings, C. F. A., A. T. & S. F. Ry., 
San Francisco, Calif.; F. R. Newman, vice-president, Soo Line, 
Minneapolis, Minn. 

In the tournament of the golf association about 250 com- 
peted. A tournament was also held for the ladies of the party 
and there was a putting contest on the nine-hole miniature links. 

The qualifying round was held September 20, 83 being the 
low score turned in. There were a half dozen golfers who were 
able to get around in 83 strokes. The qualifiers were put into 
15 flights of eight each, and four rounds of 18 holes were played 
at match play, the finals being staged the afternoon of Septem- 
ber 22. 

J. A. Middleton, Chicago, won the championship in the flight 
of lowest qualifiers, defeating H. J. Bien, of Pittsburgh, 3 and 1. 
Carl Howe, Chicago, won from D. R. Lincoln, St. Louis, in the 
finals of the president’s flight, and R. O’Hara, Chicago, won 
from H. Holden, St. Louis, in the vice-president’s flight. 

The members of the western tournament committee are 
Robert C. Ross, chairman, George A. Blair, L. C. Bihler, S. S. 
Butler, Carl Howe, George A. Main, F. R. Newman, Richard 
O’Hara, George Ross, E. P. Vernia. 


LUMBER SHIPMENTS 


The lumber industry reports a net gain of sales for 1928 
to date, according to the National Lumber Manufacturers’ Asso- 
ciation. This advance contrasts with a decline of 6 per cent in 
1927 and nearly 4 per cent in 1926. The outlook is declared 
encouraging, and is largely attributed to the effectiveness of 
the trade extension activities of various lumber organizations. 

Reports for the week ended September 22, from 877 soft- 
wood and hardwood (units) mills, show an increase in produc- 
tion to a total of 399,868,000 feet, and a gain in shipments, which 
total 413,932,000 feet, but orders went down to 403,244,000 feet. 
Based on mill averages, there were appreciable gains in all 
three items in the hardwood group. In the softwood group the 
West Coast Lumbermen’s Association reported production for 
228 identical mills at 194,334,924, against a weekly operating 
capacity of 230,561,043 and an average weekly production this 
year of 186,685,841 feet. The Southern Pine Association re- 
ported production of 203 units (161 mills) at 73,777,340 feet, 
which was almost 14 per cent under the three-year average pro- 
duction. : 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two hard- 
wood, —_— associations, for the two weeks indicated; 000’s 
omitted: 


Preceding 
Past Week Week, 1928 (Revised) 
Softwood Hardwood Softwood Hardwood 
Mills (or units*) ....... 54 409 515 421 
ge aaa 346,170 53,698 323,244 54,528 
oo Sarre 352,833 61,099 332,853 59,893 
Orders (New Bus.)..... 341,543 61,701 375,232 57,654 


*A unit is 35,000 feet of daily production capacity. 


CONDITION OF EQUIPMENT 


“A new low record for all time in the number of locomotives 
in need of repair was established by the railroads of this coun- 
try on September 1,” says the car service division of the Ameri- 
can Railway Association, in a statement, continuing as follows: 


The number in need of repair on that date was 7,954 or 13.4 
per cent of the number on line. This record was established in the 
face of the fact that at this season of the year freight traffic is 
always heavier than at any other time, 


The record established on September 1 exceeded by 52 locomotives 
the best previous record attained on July 1 this year. 


This new low record, which applies to all steam locomotives, more 
than reaches the goal set, so far as motive power is concerned, by 
the railroads of this country in 1923 when a program was adopted 
by them calling for the maintenance of adequate and efficient trans- 
portation service. At that time, the goal agreed upon called for a 
reduction to 15 per cent in the number of steam locomotives in need 
of heavy repairs. 

The number of such locomotives in need of repair on September 
1 was a decrease of 873 compared with the number in need of repair 
on August 15, at which time there were 8,827 or 14.9 per cent. 

Locomotives in need of classified repairs on September 1 totaled 
4,486 or 7.6 per cent, a decrease of 440 compared with August 15, while 
3,468 or 5.8 r cent were in need of running repairs, a decrease of 
433 compared with August 15. 

Class I railroads on September 1 had 6,504 serviceable locomotives 
in storage compared with 6,712 on August 15. 
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Class I railroads on September 1 had 149,252 freight cars in ne 
of repair or 6.6 per cent of the number on line. ed 

his was a decrease of 4,803 cars below the number reported 
August 15, at which time there were 154,055 or 6.9 per cent, ™ 
Freight cars in need of heavy repairs on September 1 tota) d 
109,010 or 4.8 per cent, a decrease of 205 compared with August 5 

while freight cars in need of light repairs totaled 40,242 or 1.8 
cent, a decrease of 4,598 compared with August 15. “S Der 


REVENUE TRAFFIC STATISTICS 

Passenger revenue of Class I railroads, exclusive of SWitch- 
ing and terminal companies, dropped from $478,169,152 for the 
six months ended with June in 1927 to $440,912,351 for the 
corresponding period this year, according to revenue traffic 
statistics compiled from carrier reports by the bureau of stg. 
tistics of the Commission. 

Freight revenue declined from $2,257,489,430 in the 1997 
period to $2,183,683,616 in the corresponding period this year, 

For June, passenger revenue totaled $81,521,400, as against 
$85,788,428 for June, 1927, and freight revenue totaled $369,563. 
366, as against $381,200,490 for June, 1927. Other statistics get 
forth follow: 

Revenue tons carried—192,157,000 for June and 199,420,000 for June 
1927; 1,073,448,000 for six months ended with June and 1,142,979,009 
for same period of 1927. 

Revenue tons carried one mile—33,782,203,000 for June and 34,828,- 
438,000 for June, 1927; 201,319,454,000 for six months and 210,209, 640,000 
for same period of 1927. 

Revenue per ton-mile—10.94 mills ,for June and 10.95 mills for 
June, 1927; 10.85 mills for six months and 10.74 mills for 1927 period. 

Revenue per ton per road—$1.923 for June and $1.912 for June, 
1927; $2.034 for six months and $1.975 for same period of 1927. 

Revenue passenger carried—63,319,000 for June and 66,963,000 for 
June, 1927; 389,498,000 for six months and 416,653,000 for 1927 period. 

Revenue per passenger-mile—2.786 cents for June and 2.836 cents 
for June, 1927; 2.907 cents for six months and 2,955 cents for same 
period of 1927. 


RAILROAD FUEL COSTS 


Class I railroads, exclusive of switching and terminal com- 
panies, consumed coal and fuel oil in locomotives in road train 
service and yard switching service in the seven months ended 
with July that cost $198,474,658, as compared with $218,965,866 
for the same period of 1927, according to the Commission’s 
monthly statement prepared by the bureau of statistics from 
carrier reports. For July the cost was $26,131,122, as against 
$27,918,284 for July, 1927. 

Coal consumed in the seven months totaled 64,018,513 net 
tons, as compared with 67,422,590 tons in the 1927 period. The 
average cost per ton, exclusive of direct freight charges, was 
$2.15, as against $2.23 in the 1927 period. 

Fuel oil consumed in the seven months totaled 1,362,523,814 
gallons, as against 1,346,480,674 gallons in the 1927 period. The 
average cost per gallon, excluding direct freight charges, was 
2.49 cents, as against 2.83 cents in the 1927 period. 

In July, coal consumed totaled 8,378,150 net tons, as against 
8,631,975 tons in July, 1927. The average cost per net ton, ex- 
cluding direct freight charges, was $2.14, as against $2.18 in 
July, 1927. 

Fuel oil consumed in July totaled 196,891,737 gallons, as against 
183,305,381 gallons in 1927. The average cost per gallon, ex- 
cluding direct freight charges, was 2.41 cents, as against 2.70 
cents in July, 1927. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended September 15 was 
estimated at 10,177,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented an increase of 
1,242,000 tons over the output in the holiday week preceding, and 
was the highest weekly production since that for the week of 
March 10. Anthracite production was estimated at 1,409,000 net 
tons, an increase of 293,000 tons over the output in the holiday 
week preceding, but a decrease of 319,000 tons compared with 
the week ended September 1. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended September 16 totaled 1,153,866 net tons, and anthra- 
cite shipped from Lake Erie ports totaled 31,908 net tons. 

Tidewater bituminous coal shipments the week ended Sep- 
tember 15 from Hampton Roads totaled 374,303 net tons, of 
which 199,271 tons were for New England delivery, and from 
Charleston, S. C., 5,939 net tons. 


FRUIT AND VEGETABLE SHIPMENTS 
Shipments of leading lines of fruits and vegetables the week 
ended September 22 totaled 29,300 cars, as compared with 29,751 
cars (revised) the preceding week and 32,012 cars in the cor 
responding period of 1927, according to the. Bureau of Agri 


_cultural Economics of the Department of Agriculture. Ship 


ments were reported as follows: 


Apples, 4,836 cars; imports, 1 car; cantaloupes, 452 cars; cabbage 
894 cars; carrots, 118 cars; cauliflower, 201 cars; celery, 312 cars; CU: 
cumbers, 110 cars; grapefruit, 25 cars; imports, 82 cars; grapes, 7,08 
cars; green peas, 20 cars; lemons, 123 cars; lettuce, 908 cars; misce!- 
laneous melons, 420 cars; mixed citrus fruit, 20 cars; mixed deciduous 
fruits, 183 cars; mixed vegetables, 517 cars; onions, 1,547 cars; oranges, 
699 cars; imports, 1 car; peaches, 1,404 cars; pears, 1,471 cars; peppers: 
70 cars; plums and prunes, 568 cars; spinach, 9 cars; string beans, 
10 cars; sweet potatoes, 731 cars; tomatoes, 920 cars; watermelons, 
139 cars; potatoes, 5,528 cars. 
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NEWARK, N. J. 
STORAGE MUNesN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 













From Baltimore, Philadelphia and 


New York 
" Bi-Weekly or Fortnightly 







NEWARK WAREHOUSE co. 
ee a DIRECT TO 
ances? LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 





















Located three_blocks from the busiest 4 cornersinjthejU. S. A. 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 
Private Siding Connection with 
The Central Railroad Co. of New Jersey 
For rates and arrangements, apply or write to 

F. W. STOKES, Manager 


NEWARK WAREHOUSE CO., Newark, N. J. 





















Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 












MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
nch Office: 


Bra 
Chicago, St. Loui s, Pittsburgh, Baltimore, 
Philad dviphin, “Mobile, New Orleans 





















McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 


Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 













From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 
The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 


serving 22 states, or approximately 76% of the 
total territory of the Republic. 
























Weekly Services: New York (Ward Line) 


New Orleans (Cuyamel Line — Mexican- : : : : 
American Line. For complete ate communicate with 









F.P. Det ioyes, Gu. Agen G. B. Algmeny ShBigg 
. ‘ i. 1515 Penn Bui 21 Exch 
Through bills of lading issued by New York City = be ore 






steamship lines to all destinations = F.N. Puente, Gen. Agt. A. Horcasitas 
on the National Railways of Mexico SS —_— “tena a er Bids si Sage pene 






Francisco, Calif. 










































































Digest of New Complaints 


No. a Sub. No. 1. Inland Waterways Corporation vs. C. B. & Q. 
et al. 

Seeks joint through barge-and-rail and rail-and-barge rates to- 
gether with reasonable divisions thereof and reasonable rates for 
switching between complainant’s terminal in St. Paul, Minn., and 
industries on the Minnesota Transfer Ry. Co. and reasonable rules 
and regulations respecting absorption of said switching charges 
by complainant and reasonable rules and regulations for settle- 
ment of per diem charges. 

No. | a a _— No. 1. Hughes Tool Co., Houston, Tex., vs. G. H. & 

. A. et al. 

Rates and charges in violation of first three sections of the act, 
on oil well tools from Houston, Tex., to Los Angeles, Calif. Asks 
rates for future and reparation. 

No. 21339. Kendrick Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates on gas oil, from Burkburnett and Isom, 
Tex., to Paducah, Ky. Asks rates for future and reparation. 

No. = Belt Line Brick Co., Minneapolis, Minn., vs. Illinois Cen- 
ral. 

Illegal charges on cement floor compound and crushed rock, 
from Rockford, I[ll., to Greenwood, Miss. Asks reparation. 

No. _— State Docks Commission et al., Mobile, Ala., vs. L. & N. 
et al. 

Rates, charges, rules and regulations in so far as applicable 
to and from docks, wharves and terminal facilities of State Docks 
Commission in violation of sections 1, 2, 3, 4 and 15 (3). Asks 
rates and charges for future. 

No. 21342. The Barrett Co., New York, N. Y., vs. Ligonier Valley et al. 

Unreasonable rate on rags, from Kingston, Pa., to Peoria, IIl., 
and to Elizabethport, N. J., because of charge of 7 cents from 
Kingston to Latrobe, Pa., as part of through charges. Asks cease 
and desist order and reparation. 

No. — au Galion Iron Works & Manufacturing Co., Galion, O., 
vs. L. a 

Illegal rates in violation of section 6 of the act, on road rollers, 
from Galion, O., to Frankfort, Ky., and from Irvine, Ky., to 
— and on road graders, from Galion to Irvine. Asks repara- 
tion. 

No. +m Sub. No. 1. Huber Manufacturing Co., Marion, O., vs. L. 
& 


Rates in violation of section 6 of the act, on road rollers, from 
Marion, O., to Livingston, Ky. Asks reparation. 


No. ey ~~ Morse Rogers Steel Co. et al., Cleveland, O., vs. N. Y. 

. et al. 

Rates in violation of sections 1, 2 and 3 of the act, on damaged 
or defective sheet iron or steel, from points in western New York, 
Pennsylvania, Ohio, West Virginia, Kentucky and Maryland to 
te York, N. Y., and group. Ask rates for future and repara- 

on. 

No. 21345. The Galion Iron Works & Manufacturing Co., Galion, O., 
vs. A. C. L. et al. 

Illegal rates in violation of section 6 of the act, on road scrap- 
ers, from Sidney, O., to Orlando, Fla., road rollers, from Galion 
to Orlando, and road rollers, from Orlando to Galion. Asks rep- 
aration. 

No. 21346. W. J. Foye Lumber Co. et al., Omaha, Neb., vs. Alabama 
& Northwestern et al. 

Charges in violation of sections 1 and 6 of the act, on yellow 
pine piling, from points in Alabama to points in Ohio, Michigan 
and Illinois. Ask application of actual weights on piling re- 
quiring two or more cars for transportation, and reparation. 


No. 21347. D. M. Bare Paper Co., Roaring Springs, Pa., vs. Central 
of Georgia et al. 

Rates in violation of sections 1 and 3 of the act, on clay, from 
points in South Carolina and Georgia to Roaring Spring, Pa. 
Asks rates for future and reparation. 

No. 21348. Meridian (Miss.) Traffic Bureau for B. M. & E. Feibleman 
et al. 

Rates in violation of first four sections of the act, on peanuts, 
rom Virginia and North Carolina to Meridian, Miss. Asks rates 
or future and reparation. 

No. be er ee Fruit Distributors, Inc., et al., Orlando, Fla., vs. 

. G. S. et al. 

Unjust and unreasonable rates, charges, etc., on citrus fruits, 
from points in Florida to points in Georgia Alabama, Carolinas, 
Virginia, Maryland, Delaware, New York, Massachusetts, Indiana, 
Illinois, Missouri, Tennessee, Mississippi, Michigan, Louisiana and 
Arkansas. Asks rates for future and reparation. 

No. 21350. W. K. Hollifield & Co., Melrose, N. .M., vs. Santa Fe et al. 

Unreasonable rates on coal, from Tropic, Colo., to Melrose, N. 
M. Asks rates for future and reparation. 

No. 21351. Koken Companies, St. Louis, Mo., vs. Missouri Pacific et al. 

Rates in violation of sections 1 and 4 of the act, on marble, from 
Weehawken, N. J., to St. Louis, Mo. Asks reparation. 

No. 21351. Sub. No. 1. Same vs. Same. 

Same complaint as to rough marble, from Brooklyn, N. Y., to 
St. Louis, Mo. Asks rates for future and reparation. 

No. 21351. Sub. No. 2. Bradbury Marble Co., St. Louis, Mo., vs. New 
York Central et al. 

Same complaint as to marble, from Weehawken, N. J., to St. 
Louis, Mo. Asks rates for future and reparation. 

No. 21352. Meridian (Miss.) Traffic Bureau for Meridian Compress & 
Warehouse Co. vs. Northern Alabama et al. . 

Unreasonable rates on coal, from Bankhead and Calumet, Ala., 
to Meridian, Miss. Asks reparation. 

No. Far y Feyen Construction Co., Minneapolis, Minn., vs. C. St. P. 


Charges in violation of section 6 on hoist machinery, from Green 
Bay, Wis., to St. Paul, Minn. Asks reparation. i 
No. a Chamber of Commerce, Hastings, Neb., et al. vs. C. & N. W. 
e ° 
Rates and charges in violation of sections 1 and 3 of the act, on 
butter, eggs, poultry and dairy —— from Hastings, Neb., 
? points in Iowa and Illinois. Asks rates for future and repara- 
on. 
No. 21355. Supreme Lodge of the World, Loyal Order of Moose, 
Mooseheart, Ill., vs. C. B. & Q. et al. 
_ Rates in violation of sections 1 and 3 of the act, on ppaer, print- 
ing or book, from Kalamazoo, Mich., to Mooseheart, Ill. Asks rates 
for future and reparation. 
No. 21356. Port Huron Chamber of Commerce, Port Huron, Mich., 
vs. B. & O. et al. 
Rates in violation of first four sections of the act, on bituminous 
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coal, from mines on defendants’ lines to Port Huron, St. Clair 
No. 21366. Sub’ 'No. 1. Port Huron (Mich.) Charnes operation ne 
Oo. ub. No. 1. Por uron ch. amber of C ? 

C. & O. et al. re 

Rates in violation of first four sections of the act, on bitumin 
coal because under defendants’ tariffs charges from Mines = 
defendants’ lines to Lake Erie ports are 10 cents a ton pa 
when destined to Marine City, St. Clair and Port Huron Mich, 
than to Bay City, Alpena, Petoskey and other points on Great 
Lakes. Asks rates for future and reparation. wat 

No. ” Light Publishing Co., San Antonio, Tex., vs. G. H. & § A 
et al. _* 

Unreasonable rates on imported newsprint paper, fro 
ton and Galveston, Tex., to San Antonio, Tex y~® Tevee 

No. 1 American Tar Products Co., Pittsburgh, Pa., vs, A. Gs 
et al. — 

Rates in violation of sections 1 and 3 of the act, on crude water 

as tar, from Chicago, Ill., Elkhart and other Indiana points and 

t. Louis, Mo., to ‘Woodward, Ala. Asks rates for future and 
reparation. 

No. 21359. William Hall Electric Co., Dayton, O., vs. B. & O. 

Rates and charges in violation of section 6 of the act, on elec. 
trical appliances, radio receiving sets, radio loud speakers, etc 
from Chicago, Ill., to Dayton, O. Asks cease and desist order and 
reparation. 

No. 21360. Crescent Bed Co., Inc., New Orleans, La., vs. L. & N. et al. 

Charges in violation of sections 1 and 4 of the act, on metal 
beds, from New Orleans, La., to Clearwater and St. Petersburg, 
Fla. Asks reparation. 

No. 21361. U. S. Hame Co., Buffalo, N. Y., vs. N. Y. C. et al. 

Unreasonable rates on hame hooks, shipped in the rough, from 
a” N. Y., and points in southeastern states. Asks rates for 
uture. 

No. 21362. South St.. Paul Horse Exchange,’ St. Paul; Minn.,’ vs. ‘Great 
Northern et al. 

Rates and charges in violation of sections 1, 4 and 6 of the act, 
on horses, from Conrad, Mont., to St. Paul or Sotth St. Paul, 
Minn. Asks reparation. 

No. a The Star Drilling Machine Co., Akron, O., vs. B. & 0, 
et al. 

Rates and charges in violation of first three sections of the 
act, on oil well machinery and equipment, from Akron, 0., to 
Wichita Falls, Tex. Asks rates for future and reparation. 

No. a Rock Island (Ill.) Sash & Door Works et al. vs. C. B. & Q. 
et al. 

Rates and charges in violation of sections 1, 2, 3, 4 and 6 of the 
act, on lumber and articles es the same rates or rates related 
thereto, from points in the Pacific northwest to Rock Island, Il. 
Asks rates for future and reparation. 

No. 21365. Shreveport (La.) Chamber of Commerce on behalf of §. 
Bender Iron & Supply Co. vs. Kansas City Southern et al. 

Rates in violation of sections 1 and 3 of the act, on scrap pipe, 
from Port Arthur, Tex., to Shreveport, La. Asks rates for future 
and reparation. 

No. — The Toronto Fire Clay Co., Toronto, O., vs. Pennsylvania 
et al. 

Rates in violation of sections 2, 3 and 4 of the act, on brick, 
paving bricks, etc., from Empire, O., to Coraopolis, Pa. Asks rates 
for future and reparation. 

No. ~ ¥ Rock Asphalt Co. of America, Inc., Louisville, Ky., vs. 
Unreasonable rates on steam shovels, k. d., from Centertown, 
Ky., to Evansville, Ind. Asks rates for future and reparation. 


No. 21368. Bacon Brothers, Chicago, Ill., vs. C. & N. W. et al. 
Unlawful, unreasonable and discriminatory charges on potatoes, 
from Floyd and other Missouri points to LaCrosse and other Wis- 
consin points. Asks reparation. 


No. 21369. Texas Cement Plaster Co., Plasterco. Junction, Tex., vs. 
M.-K.-T. of Texas et al. 

Rates in violation of section 3 of the act, on cement plaster, 
from Plasterco Junction, Tex., to points in Florida. Asks cease 
and desist order and reparation. 

No. 21370. American Tar Products Co., Pittsburgh, Pa., vs. Reading 
et al. 

Unreasonable rates on tar, from Pottstown, Chester and Ore- 
land, Pa., to Utica, N. Y. Asks reparation. 

No. 21371. The National Battery Co., St. Paul, Minn., vs. Santa Fe 
et al. 

Unreasonable charges on rubber composition battery boxes, 
from Watertown, Mass., and Dover, O., to Chicago Heights, Iil., 
St. Paul, Minn., and Kansas City, Mo. Asks reparation. 


No. 21373. Commonwealth of Kentucky, Railroad Commission of Ken- 
tucky et al., Frankfort, Ky., vs. A. & W. et al. 

Alieges violation of first four sections of the act, with respect 
to rates on all property described in current Consolidated Classi- 
fication No. 5 and current Illinois Classification No. 14, except 
coal, logs, lumber, fertilizer, bituminous rock, sand, gravel, chert, 
livestock, tobacco, ground limestone, brick and articles taking 
brick rates, clay and fluorspar, between points in Kentucky and 
between points in Kentucky and points in Official, Illinois and 
Western Trunk Line territories. Asks rates for future. 

Ex Parte No. 94. Procedure under barge line act. | ; 

This is a proceeding instituted by the Commission for the pur 
pose of obtaining views of interested parties as to meaning Ma 
purpose of section 2 (e) of the barge line expansion act of May 
29, 1928. - 

No. 21374. Dixie Sales Co., Inc., Indianapolis, Ind., vs. A. & R. et S 

Charges in violation of section 1 of the act, on Dixie fire kiee 7 
and “other products,” from Douglas, Ga., to points in Cc ssa 
territory and other points. Asks rates for future and reparation. 

No. 21375. American Salt Corporation et al., Kansas City, Mo., VS. 
Santa Fe et al. 

Rates in violation of first three sections of the act, on salt, car- 
loads, from Lyons, Hutchinson and Kanopolis, Kan., to points in 
Colorado and Utah. Asks rates for future and reparation. 

No. an 1 Charles Boldt Paper Mills Co., Cincinnati, O., VS. A. 
S. et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on pulpboard, from New Iberia, La., to Chicago, Ill., Milwaukee, 
Wis., Terre Haute and Indianapolis, Ind., as compared with those 
from Bogalusa, La. Asks rates for future. 

21377. W. S. Dickey Clay Manufacturing Co., Atlanta, Ga., V5 
A. & R. et al. 

Rates and minima in violation of sections 1, 2, 3 and 13 of the 
act, on sewer pipe and other clay, shale or concrete products, 
from North Birmingham, Ala., Chattanooga, Tenn., Macon an 
Rome, Ga., to all points in North Carolina. Asks rates for future. 
No. 21377. Sub. No. 1. Same vs. Alcolu et al. 

Same complaint and prayer as to same commodities from same 
points of origin to points in South Carolina. 


No. 
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Great Lakes < P*c: New York 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 


New York - Buffalo - Cleveland - Toledo - 
Oswego - Hamilton, Ont. 


Detroit 


SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


Dependable Freight Service with 20% Savings in Rates. 
Delivery Monetide Steamers at New York Without rans-shipment. 


Nothing Less Than Full Barge Loads Accepted. 650 gross 
tons constitute average barge load. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


MEMBERS 25 Broadway, New York City, N.Y. 


: t — ee Buffalo Office: Chamber of Commerce Bldg. 


Telephone 
Green 0495 
Carrier 





Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 


NEW ORLEANS 


CUYAMEL W AMERICAN 
LINE FRUIT 
LINE 






PACHUCA 


MExIco cITY ‘ MEXICAN 


CUSTOM HOUSE 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 





Ship 


4 YORKMAR 


71 CUBORE 


Voy. . 
No. Ship 


4 YORKMAR 


71 CUBORE 


Baltimore 
Arrive— Depart 


Sailed 
Sailed 
Sept.18 Sept.23 
Oct. 3 Oct. 8 
Oct. 18 Oct. 23 


Sailed Sept.30 
Oct. 13 Oct. 16 
Oct. 28 Oct. 31 
Nov. 12 Nov. 15 
Nov. 27 Nov. 30 


Philadelphia | Los An 
Depart — 


Arrive 


Sailed 
Sailed 
Sept.25 Sept.30 
Oct. 10 Oct. 15 
Oct. 25 Oct. 30 


Portland 
Arrive— Depart 


Oct. 3 Oct. 4 
Oct. 19 Oct. 20 
Nov. 3 Nov. 4 
Nov. 18 Nov. 19 
Dec. 3 Dec. 4 


Sailed 
Oct. 6 Oct. 11 
Oct. 21 Oct. 26 
Nov. 5 Nov. 10 
Nov. 20 Nov. 25 





Seattle 
Arrive— Depart 


Oct. 6 Oct. 8 
Oct. 22 Oct. 24 
Nov. 6 Nov. 8 
Nov. 21 Nov. 23 
Dec. 6 Dec. 8 


—[—=£=__—=—=—SSSSSS—S====————S=—=amaa[{U_Y>LlL=S==S=S=SSSSSSS="2a_——_—__=_ 


A WISE man said to a friendly mate 
HOW do you route your WEST COAST freight ? 
The friendly one said we’re perplexed sometime 
But the WISE ONE advised ‘USE CALMAR LINE”’ 


For information regarding rates, etc., apply to 


CALMAR STEAMSHIP CORPORATION, 
Moore & McCermack, General Agents, 
5 Broadway, New York, N. Y. 

Bourse ———»' ‘Philadelphia, Pa. 

Bidg., Baltimore, Md. 

Oliver Building, *Pittebarch, Pa. 
Reokery Building, Chicago, 


CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisce, Calif. 


First National B 


318 Transpertation Bldg. 


» Les a. 


911 Board of Trade Bl c. a 


201 Central Building, Seattle, W 





WARD LINE 


EUROPEAN LINES 


From VERA CRUZ 


Shortest Line — Quickest Time 


EXI TY 
The Only Standard Gauge Line To aon }23 ones 
Vera Cruz is the Nearest Port of Entry 
PUEBLA —20 Hours 







HAVANA 


WEEKLY SERVICES 


NEW YORK—Ward Line 
NEW ORLEANS—Cuyamel Line 
NEW ORLEANS—Vaccaro Line 


Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 
MEXICAN RAILWAY COMPANY 


W. WEST, General Freight and 


Agent 
Apartado No. 68 Bis, Mexico City 





W. F. PATON, General 


Marquette Building, Chicago 8&2 Beaver Strect, New York 





EUROPEAN 


NEWYORK 


WARD 
LINE 


© Design 
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No. 21378. Case Bros., Inc., Highland Park, Conn., vs. New Haven. 

Unreasonable rates on wood pulp, from Boston, Mass., to Man- 
chester, Conn. Asks rates for future and reparation. 

No. 21379. J. D. Halstead Lumber Co. et al., Los Angeles, Calif., vs. 
Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on roofing and building material, from Los Angeles, Calif., to points 
in Arizona. Asks rates for future and reparation. 

No. 21380. Chamber of Commerce of Traverse City, Mich., et al. vs. 
C. & N. W. et al. 

Rates in violation of sections 1 and 3 of the act, on cold-packed 
cherries, from Traverse City, Mich., to Chicago, IIl., as compared 
with rates from Sturgeon Bay, Wis. Asks rates for future and 
reparation. 


No. | weg i Hubbell & Co. et al., San Francisco, Calif., vs. A. & 

- et al. 

Unreasonable rates on iron and steel Pipe coating (liquid and 
solid asphalt, coal tar and pitch), from Tulsa and Hale, Okla., 
to points in Texas, Louisiana, Kansas, Colorado and New Mexico, 
Missouri and Arkansas. Asks rates for future and reparation. 

No. 21382. State Road Commission of West Virginia, Charleston, W. 
Va., vs. C. & O. et al, e 

Unreasonable rates on slag, from Ironton, O., to Chattaroy, 
Nolan and Kermit, W. Va., and on crushed stone, from Atlas and 
other Kentucky points to Crum and Chattaroy, W. Va. Asks rates 
for future and reparation. 


No. 21383. The Manufacturers’ Foundry Co. et al., Waterbury, Conn., 
vs. Pennsylvania et al. 
Unreasonable rates on core, blast, fire, foundry and moulding 
sand, from points in New Jersey to Waterbury, Conn. Asks rates 
for future and reparation. 


No. 21384. Missisquoi Pulp & Paper Co., Sheldon Springs, Vt., vs. 
Boston & Maine et al. 
Unreasonable rates on rosin sizing, alum, bisulphite of soda and 
waste paper to Sheldon Springs, Vt., from points in Massachusetts. 
Asks rates for future and reparation. 


No. 21385. Willow Springs Creamery Co., Inc., Springfield, Mo., vs. 
Illinois Central et al. 
Unreasonable rates and charges on butter, eggs and cheese, 
from Springfield, Mo., to New Orleans, La. Asks rates for future 
and reparation. 


No. 21386. Columbus (Miss.) Brick Co. vs. Columbus & Greenville et al. 

Rates and charges in violation of sections 1 and 15 of the act, 

on brick, from Columbus, Miss., to Brownsville and other Tenn- 
essee points. Asks re tion. 

No. 21387. The Seneca Wire & Mfg. Co.,.Fostoria, O., vs. N. Y., C. 

& St. L. et al. 

Rates in violaton of section 2 of the act, on iron and steel wire, 
from Fostoria, O., to various interstate points, as compared with 
rates from Cleveland, O. Asks rates for future. 

No. he g Virginia Lumber Corporation, Savannah, Ga., vs. A. C. L 
Unlawful and inapplicable charges on lumber or articles taking 

lumber rates, from points in Georgia to points in Florida, or to 
Savannah, Ga., for export or coastwise movement beyond. Ask 
reparation. 

a Sub. No. 1. Esteve Bros. & Co., Savannah, Ga., vs. Same 
Same complaint and prayer as to stave blocks and staves, from 
— Georgia to Savannah for export or coastwise movement 

No. 21388. Sub. No. 2. Newsome Lumber Co., Savannah, Ga., vs. 

Blue Ridge Railway et al. 

Some complainant and prayer as to lumber and cross ties, from 
= in Georgia to Savannah for export or coastwise movement 

eyond and from Stillwell, Ga.. to West Union, S. C. 

No. ey ~— No. 3. Ramsey & Wheeler, Savannah, Ga., vs. A. C. 

et al. 

Same complaint and prayer as to lumber, from Blakely, Ga., 
to Winter Haven and Maitland, Fla. 

No. 21388. Sub. No. 4. Bright Brooks Lumber Co., Savannah, Ga., 

vs. A. C. L. et al. 

Same complaint and prayer as to lumber, from points in 
Georgia to points in Florida, Georgia and Tennessee. 

No. — Sub. No. 5. Urquhart & Co., Savannah, Ga., vs. A. C. L. 

eet al. 

Same complaint and prayer as to lumber and logs, from Georgia 
points to Savannah for export or coastwise movement. 

No, 21388 Sub. No. 6. Atlantic Log & Export Co., Inc., Savannah, 

Ga., vs. Central of Georgia et al. 

Same complaint and prayer as to lumber and logs, from Georgia 
points to Savannah for export or coastwise movement. 

No. 21435. Mid-Continent Petroleum Corp. et al., Tulsa, Okla., vs. 

Arkansas Valley Interurban et al. 

Rates in violation of sections 1, 3 and 13 of the act, on petroleum 
precast. including gasoline, except casinghead or natural, naphtha, 

erosene, lubricating oils and greases, from Tulsa and. other 
Oklahoma refining points to all Kansas points except those on 
the Missouri River, competitors in Kansas allege to be preferred. 
Asks rates for future and joint hearing with No. 17000, part 4-A. 

No. 21389. Atlantic Tie & Timber Co. et al., Savannah, Ga., vs. Sea- 

board Air Line. 

Unlawful and inapplicable charges on lumber, logs, cross-ties 
and poles, from points in Georgia to points in Florida or Savannah 
for export or coastwise movement beyond. Asks reparation. 

No. 21390. Lane and Fort, Roswell, N. M., vs. Santa Fe et al. 
Unreasonable charges on range or stocker cattle, from Silver 

_. N. M.,. to Canyon, Tex. Asks rates for future and repara- 

No. 21391. Charles G. Baldwin et al., Baltimore, Md., vs. Chesapeake 

& Potomac Telephone Co. of Baltimore City. 

Complainants say object of petition is to bring the publication 
of telephone directories and advertising therein, as it involves in- 
terstate commerce, under the supervision and regulation of the 
Commission; they allege they have suffered damages because of 
alleged errors in defendant’s directories and that defendant is 
“utterly incompetent and unfitted to publish a directory without 
the strict supervision and control of the Commission. Ask that 
Commission assume jurisdiction over the publication of all de- 
fendant’s telephone directories and advertising business, restrain 
the distribution of the defendant’s summer edition of 1928 directory 
beyond the limits of Maryland, and for damages.”’ 

No. 21392. Texas Cement Plaster Co., Oklahoma City, Okla., vs. M.- 

K.-T. of Tex. et al. 

Charges in violation of sections 1 and 4 of the act, on cement 
plaster, plaster, Keen cement and plaster board, from Plasterco 
and other Texas points to Bogalusa, La. Asks rates for future 
and reparation. 

No. 21393. S. J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 

sylvania et al. 

Unreasonable and preferential rates on rough lumber from Co- 
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lumbia City, Ind., 
reparation. 

No. 21393. Sub. No. 1. Perrine-Armstrong Co., Fort Wayne, Ind., ys 

Pennsylvania. ee 

Rates in violation of section 1 and 4 of the act, on rough lumber 
from Flora, Ind, to Chicago, Ill. Asks reparatoin. ° 

No. 21394, Little Rock (Ark.) Tent & Awning Co. vs. B. & O. et aj 
Unreasonable rates on waterproofed cotton duck, from Cincinnati 

and Coshocton, O., to Little Rock, Ark. Asks rates for future and 
reparation. 

No. 21395. The Bigelow-Hartford Carpet Co., New York, N., y. vs 
ew Haven et al. aa 
Unreasonable rates and charges on bituminous coal, from Fox 

Point and other Rhode Island points to Clinton, Mass. Asks rates 
for future and reparation. 

No. 21396. The Waterbury Farrel Foundry & Machine Co., Water. 

bury, Conn., vs. Boston & Maine et al. 

Unreasonable rate on core sand, from West Groton, Mass., to 
Waterbury, Conn. Asks rate for future and reparation. ‘ 
No. ae varmers Oil & Gas Co. et al., Mitchell, S. D., vs. Santa 

e et al. 

Rates in violation of sections 1 and 3 of the act, on petroleum 
products, from Mid-Continent groups 1, 3 and 4, and Casper 
Wye., to Mitchell, Aberdeen and Watertown, S. D. Asks repara- 

on. 

No. 21898. Caruso, Rinella, Battaglia Co., Inc., Schenectady, N, y, 

vs.. Norfolk Southern et al. , 

Unreasonable rates on green peas, from Columbia, N. C., to 
Syracuse, N. Y. Asks rates for future and reparation. 

No. 21400. Nashville, Chattanooga & St. Louis et al. vs. Southern et al, 
Alleges that warehousing and reshipping privilege is made avail- 

able, as to cotton originating west of the Mississippi only when 
cotton moves via the gateways and routes specifically set out in 
tariffs of the Southern whereas on all said cotton originating west 
of the Mississippi, when moving via other routes, including routes 
in which complainants participate, said warehousing and re- 
shipping privilege is denied, in violation of sections 1 and 3 of 
the act. Asks cease and desist order and just, reasonable and 
nondiscriminatory rules, regulations and practices in respect to 
warehousing and transiting of cotton. 

No. 21401. Southern Flour & Grain Co., Atlanta, Ga., vs. N. C. & St. 

L 


to Lansing, Mich. Asks rate for future ang 


Demurrage in violation of first two sections of the act, on hay, 
from Crow Hickman, Ky., to Atlanta, Ga. Asks reparation. 

No. 21402. Rome (N. Y.) Soap Manufacturing Co. vs. Central of New 
Jersey et al. 

Rates and charges in violation of sections 1, 4 and 6 of the act, 
on red oil and corn oil, from points in Pennsylvania, New Jersey, 
Iowa, Illinois, Indiana, Michigan and Wisconsin to Rome, N. Y. 
Asks reparation. 

No. 21403. Marion M. Carnes, Olathe, Kan., vs. St. Louis-San Fran- 
cisco. 

Alleges violation of sections 1, 3 and 6 of the act, in respect 
of service into and out of complainant’s plants, at Olathe, Kan., 
and Sand Springs, Okla. Asks relief for future and reparation. 

No. 21404. C. M. Bailey’s Sons & Co., Winthrop, Me., vs. Pennsylvania 
et al. 

Unreasonable rates on pulverized or ground slate, from Phila- 
delphia, Pa., to Winthrop, Me. Asks rates for future and repara- 
tion. 

No. 21405. The Virginia State Horticultural Society et al. vs. Akron 
& Barberton Belt et al. 

Rates and charges in violation of sections 1, 2 and 3 of the act, 
on peaches, from points in Virginia, West Virginia and Maryland 
to markets and destinations in official classification territory, 
shippers of peaches from points in New York, Georgia, Carolinas, 
Arkansas, Missouri, Illinois, Michigan, Colorado, Oklahoma and 
Texas alleged to be preferred. Asks rates for future. 

No. 21407. New River Lumber Co., Cincinnati, O., vs. C. & O. et al. 

Unreasonable rates on lumber, from Long Bottom, W. Va., to 
points in Illinois, Indiana, Minnesota, Pennsylvania and other 
states and the Dominion of Canada. Asks rates for future and 
reparation. 

No. 21408. General Electric Co. et al., Schenectady, N. Y., vs. Aber- 
deen & Rockfish et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on electric incandescent lamps between points in territory gov- 
erned by the southern classification. Asks classifications, rates 
and charges for future. 

No. 21409. Swift & Co. et al., Chicago, Ill., vs. Pennsylvania et al. 

Unreasonable rates and charges on cattle, calves, hogs and sheep, 
in single and doubledeck cars, from Louisville, Ky., to Chicago, 
Ill., and Cleveland, O., and from Louisville to Milwaukee, Wis. 
Asks rates and charges which shall exclude special charge or bridge 
toll of $3 per car and reparation. 

No. 21410. U S L Battery Corporation, Niagara Falls, N. Y., vs. New 
York Central et al. 

Unreasonable rates, ratings and charges on impregnated fibre 
battery boxes, from Cleveland and Dover, O., and Watertown, 
Mass., to Suspension Bridge and Niagara Falls, N. Y. Asks rep- 
aration. 

No. 21411. Drackett Chemical Co., Cincinnati, O., vs. A. & W. et al. 

Rates in violation of sections 1, 3 and 6 of the act, on cleaning 
compound called ‘“Drano” between points in Ohio and_ points in 
various other states. Asks rates for future and reparation. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Sep- 
tember 8-14, inclusive, was 173,724 cars, as compared with 188,795 
cars in the preceding period, while the average daily shortage 
was 43 gondola and 10 refrigerator cars, according to the car 
service division of the American Railway Association. The sur 
plus was made up as follows: 


Box, 84,971; ventilated box, 208; auto and furniture, 6,743; total 
box, 91,922; flat, 5,813; gondola, 25,307; hopper, 21,098; total coal, 
46,405; coke, 1,241; S. D. stock, 13,944; D. D. stock, 1,897; refrigerator, 
10,588; tank, 370; miscellaneous, 1,544. 


Canadian roads reported a surplus of 5,700 box, 100 flat, 250 
S. D. stock and 1,000 refrigerator cars. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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BOSTON, MASS. 






view CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Boston & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St- 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 












Total General Storage Capacity: 9,706,000 Cubic Feet 



















MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Ave., BOSTON, MASS. 


























Consider 
Competition 
for Markets! 


THE element of speed is vital in these 
days of keen competition. Fast “President 
Liners” make available express speed for 
ur freight shipments to and from Yoko- 
moc Kobe, S! i, Hong Kong and 
Manila. Sailings every alternate Saturda 
over the short route from Seattle. Thru bi 
of lading issued to all Oriental ports. 
Seven large American-owned express “Cargo 
Liners” augment this service with frequent, 
prose sailings to Takubar, Dairen, 
Tsingtao, Amoy, Iloilo, 
4 T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
sit .G. 09 x . W. BRUCE A 
wgromn gee yon ee 
3 Detroit, Mich. Chicago, Ill. 
: L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, W. 
76 offices in 22 countries at your service 


American Mail Line 
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4? Steamship Lines 


ARE SERVING THE— 





PORT OF 
MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 


Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 


Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Front 
Connecting with All Railroads 


SEND FOR PORT OF MOBILE BOOKLET 


“* ALABAMA: ter, 
STATE,DOCKS COMMISSION 


MOBILE. ALABAMA’ _4& 
val J em 


























Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late te show the change in 
this Docket will be noted elsewhere. 


October 1—Washington, D. C.—Examiner Boles: 

Finance No. 6951—In the Matter of the Application of the C. S. 
St. L. Ry. under paragraphs (18) to (21), inclusive, Section $ 
of the Interstate Commerce Act, for a certificate of public con- 
venience and necessity for the acquisition and operation of Jack- 
sonville & Havana R. R. and for extension of operations over 
tracks of the C. B. & Q. R. R. between Waverly and Jackson- 
ville under a trackage agreement. 

Finance No. 7015—In the Matter of the Application of the C. S. 
& St. L. Ry. under Section 20-a of the Interstate Commerce Act 
for authority (A) to issue $250,000 of first and prior lien mortgage 
six per cent bonds, (B) to issue $1,500,000 of first equipment and 
refunding mortgage six per cent Series A Gold Bonds, (C) to 
issue 27,500 shares of common stock of five dollars par value 
per share, (D) to issue 16,500 shares of preferred stock of $100 
par value per share, (E) to pledge $376,000 of first and prior lien 
mortgage six per cent bonds. 


October 1—Boston, Mass.—Examiner Carter: 
1. & S. 3112—Coal from New England Ports to Interior New Eng- 
land points. 
. ie or 1)—New England Traffic League et al. vs. B. & A. 
. eta 
21121—State of Connecticut vs. N. Y. N. H. & H. R. R. et al. 


October 1—Chicago, Ill—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
= _— Application 13040—Hay from South Dakota (further 
earing 


October 1—Kansas City, Mo.—Examiner Simons: 
12358—Texas Livestock Shippers’ Protective League et al. vs. Di- 

rector General, as agent, A. & S. Ry. et al. 
11018—Wichita Board of Commerce et al. vs. D. G., A. & W. Ry. 


et al. 

oe 9" Napanee of Commerce of Kansas City, Mo., vs. A. & W. Ry. 
et al. 

13619—Ross Bros. Horse and Mule Co. et al. vs. U. P. R. R. et al. 

ie ye Yount Horse & Mule Co. et al. vs. A. & S. Ry. et ai 
. & S. 2389—Rates on horses and mules to, from or between South- 
* western pts. 
1. & S. 1483—Horses and mules from Kansas City, Mo., and Wichita, 
Kans., to New Orleans, La., Memphis, Tenn., and other points. 
13237—In the Matter of Interstate and intrastate rates for trans- 
portation of ordinary live stock from points in Nebraska to Omaha 
and S. seg Pe Neb., in their relation to rates on the same com- 
modity, in C. from points in Neb. to Kansas City and St. Jo- 
seph, Mo., an Sioux City, Ia. 

12268—Board of | of + eee Commissioners of State of S. D. vs. C. 

y- 

Fourth Section ; +. Nos. 461, 462, 621, 673 and 678. (Further 

hearing.) 


October 3—New Orleans, La.—Louisiana Public Service Commission: 
* oye xulf & Sabine River R. R. for authority to abandon 
s railroad. 


October 3—Chicago, Ill.—Examiners Johnston and Crowley: 
1. & S. 3155—Rules for handling less carload perishable shipments in 
individual cars. 


October 2—Washington, D. C.—Examiner Curtis: 
20975—J. L. Weinberg vs. A. T. & S. F. Ry. et al. 


ore a Wash.—Commissioner Lewis & Atty. Examiner 
arclay: 

17000—Part 5—Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
reguiations and practices pertaining to the interstate transporta- 
tion of furniture. 

18323—Investigation of Rates on Furniture. 

1. & S. 2828—Metal Furniture in C. F. ~ Terry. 

2 ee Co. et al. va. A. A. R. R. et al. 

18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et al. 

19306—Hey wood- Wakefield y, et al. vs. A. & V. Ry. et al. 

20022—Mayer & Co. vs. L. I. R. R. et al. 

egg er Wakefield Co. vs. a es L. R. R. et al. 
& S. 3102—Classification Ratings on Furniture Frames. 

208s Jackson Traffic Bureau vs. A. G. S. R. R. et al. 

—s Addison, Trading as Florida Mattress Factory, et al. vs. 

& R. R. R. et al. 

21087< "The Stationers Corp. vs. P. M. Ry. et al. 

21118—Heywood-Wakefield Co. et al. vs. %. M. & St. Ry. et al., 

Portions Fourth Section Appl. 2057 et al. (further asda 
and receivers thereof. 

21135—Jackson Traffic Bureau vs. A. T. = S. F. Ry. et al. 


October 3-4—Argument at Washington, D. 

Finance No. 6409—In the Matter of the Soint Augitestion of Great 
Northern Pacific Ry. and Spokane, Portland Seattle Ry. for 
authority to the first-named company to acquire control by lease 
and to operate the railroad of the latter company; to issue capital 
stock and assume certain IMabilities. 

Finance No. 6410—In the Matter of the Application of the Great 
Northern Pacific Ry., Northern Pacific Ry. and Great Northern 
Ry. for authority to the first-named company to acquire control 
of the other two companies by purchase of capital stock and to 
lease their railroads. 

October 4—Washington, D. C.—Examiner Curtis: 
yyy Limestone Co. vs. Penna R. R. et al. 
. & S. 3169—Crushed stone from Hillsville, Pa., and. related points 
“to destinations in Ohio, Pennsylvania and West Virginia. 
October 5—Argument at Washington, D. C.: 
* 14831—Winding Gulf Colliery Co. et al. vs. C. & L. Ry. 
* 14498—Ragland Coal Co. vs. Virgn. Ry. et al. 
ey wy 5—Kansas City, Mo.—Examiner Carney: 

t. 3165—Cancellation of routes on lumber from points on Kan- 
at SLi Southern Ry. and connecting lines in southwest to St. 
Louis-East St. Louis district. 
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October 5—Washington, D. C.—Examiner Curtis: 
20723—F. J. Lewis Mfg. Co. vs. A. C. & Y. Ry. et al. 


October 8—Biloxi, Miss.—Examiners Money and Esch: 
1. & S. 3151—Fertilizer and materials, including cottonseed Cake, 
meal and hulls, between Mississippi Valley territory and’ points 
north of Ohio River. ’ 


October 8—Galveston, Tex.—Examiner Bardwell: 

14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et aj 

15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al 

1. & S. 2097—Rates to Southwestern Destinations. ' 

1. & S. 2271—Rates to Southwestern Destinations (further hearing, 
respecting lawful rail-ocean, ocean-rail, and rail-ocean-raj] rates 
for ee ag from and to the points embraced in respective 
proceedings) 


October 8—Washington, D. C.—Examiner Davis: 
Finance No. 7061—Application L. & N. R. R. for authority to d Acquire 
control by lease of the railroad and properties of the L. H. & g§. 
L. Ry. and to assume certain obligations and liabilities. 


October 8—Philadelphia, Pa.—Examiner Brown: 
— * nn Sub. No. 1 and 2)—James Gallagher et al. vs. Penna. 


ovum —— Francisco, Calif.—Commissioner Lewis and Atty. Ex. 

aminer Barclay 

17000—Part b— Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 

18323—Investigation of Rates on Furniture. 

1. & S. 2828—Metal Furniture in C. F. *. Terry. 

18568—Hey wood- Wakefield Co. et al. vs. A. A. R. R. et al. 

18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et al, 

19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. et al. 

20022—Mayer & Co. vs. L. I. R. R. et al. 

20597—Heywood- Wakefield Co. vs. ‘< ‘¢ L. R. R. et al. 

1. & S. 3102—Classification Ratings on Furniture Frames. 

20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 

— Addison, Trading as Florida Mattress Factory, et al. vs. 

& R. R. R. et al. 

21087< The Stationers Corp. vs. P. M. Ry. et al. 

21118—Heywood- Wakefield Co. et al. vs. C. M. & St. P. Ry. et al, 
and receivers thereof. 

21135—Jackson Traffic Bureau vs. A. T. F. Ry. et al. 

Portions Fourth Section Appl. 2057 et we Garther hearing). 


October 10—St. Joseph, Mo.—Public Service Commission of Mo.: 
* Finance No. 6926—A pplication Cc. R. I. & P. Ry. for authority to 
Ts a line of railroad between Edgerton Junction and Rush- 
ville, Tenn. 


October 10—Argument at Washington, D. C.: 
19594—Transfer of Freight within St. Louis and E. St. Louis by 
dray and truck for and on behalf of railroads. 
1. & S. 2934—Off-Track Station and Constructive Receipt and De- 
livery of Freight at St. Louis, Mo., and E. St.Louis, Il. 


October 10—Washington, D. C.—Examiner Stillwell: 
Fourth Section Application No. 13450—Filed by J. E. Tilford. 


omer 10—Washington, D. C.—Examiner Weems: 
1. & S. 3166—Plaster board from and to points in southern — 


October 11—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6880—A pplication Chicago Produce Terminal Co. for 
—— to construct and operate the Terminal R. R. in Chicago, 
Til. 

* Finance No. 6881—Application Chicago Produce Terminal bs: for 
authority to issue capital stock. 

* Finance No. 6882—Application (joint and several), of the A. t. & 
S. F. Ry. and Ill. Cent. R. R. by purchase of capital stock and 
under an operating agreement. 


o—-, 11—Denver, Colo.—Examiners Flynn and Way: 
1. & S. 3152—Coal from Arkansas Mines to western points. 


October 11—Argument at Washington, D. C.: 
=x, tea 93—Publication of Rates on Traffic Between U. S. and 
anada 


October 11—Biloxi, Miss.—Examiners Money and Esch: 

17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 
ucts and Related Articles. 
- & S. No. 2759—Cottonseed and related vegetable products from 
" Southwestern territory to Central, Eastern and Southern terti- 
ories 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, » 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & & No. 2995—Vegetable Oils and related articles in Official 
Classification territory 

1. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve- 
port and Bossier City, La. 

1. & S. No. 3036—Cottonseed Hull Fibre or Shavings from §. W. 
points to Miss. and Ohio River gateways, etc. 

1. & S. No. 3067—Cottonseed and other y Vegetable Oils from the 
Southwest to interstate points. 

1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Com- 
mon points to Baltimore, Md., and Boston, Mass. 

& S. No. 3121—Cotton Linters from the Southwest to interstate 


a nts. 
14594—-American Linseed Co. vs. B. R. & P. et al. 
14683—Spencer Kellogg & Sons vs. B. R. & P. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. et al. 
16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing KSo vs. 
Abilene & Southern et al. 
16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 
16587—Lever Brothers Co. vs. D. L. & W. et al. 
Se oon aoe ee Assn. of Chicago Heights vs. B. & O. et al. 
“ , Sub. No. 1)—American Linseed Co. et al. vs. N. Y. 8. & 
- et al 
17339—C. F. Simonins’ Sons vs. C. I. & W. et al. 
17457—Hunphreys-Godwin Co., Inc., vs. A. & S. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. et al 
18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. et al. 
18405—Interstate Cotton Oi] Refining Co. ys. C. B. & Q. et al 





























































































Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


» Cake, 


i Points Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 

R. et al location. Reinforced concrete construction. Private 

t. et al trackage, no switching charge. Prompt city de- 
ae livery service. Pool cars distributed promptly. 
nil rates * 
sete | The Terminal Warehouse Co. 
gue Omaha, Nebr. MemberA.W.A. 11th and Jones St. 
_ Penna. 


INDIANAPOLIS 


tty. Ex- Service That Satisfies 


| so far 
8, rules, 
nsporta- 
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PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisco oe fname 


S. S. GUATEMALA............... Oct. 11 
BD, Bh, GR, cos ccccccccccces Nov. 8 Nov. 10 
OR Oe Nov. 22 Nev. 24 


S. S. VENEZUELA... Dec. 6 Dec. 8 

Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, Amapala, 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 

Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


—OFFICES— 
140 S. Dearborn St., Chicago, Il. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 


ST. LOUES — THE 49TH STATE — MQ. 





General Merchandise 





















t al, 
Pool Car Distribution 
Prompt and 
intelllaene Service 
t al. vs. 
TRIPP ‘WAREHOUSE COMPANY 
at al, Merchandise 2"4 Machinery Storage 
‘ POOL CAR DISTRIBUTION 
MEMBER 
ie " AMERICAN CHAIN OF WAREHOUSES 
d Rush- CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 
Auis by 
and De- * 
; ATLANTA | | Southern Steamship Company 
erritory. OPERATING FAST FREIGHT SERVICE 
Co. for BETWEEN 
Chicago, 
Co, The Heart of the Philadelphia, Pa., and Houston, Tex. 
A. T. & Best Trade SAILINGS: 
In — pl h From Philadelphia . . Wednesdays and Saturdays 
F Houston....... Mond d Thursd. 
aim MERCHANDISE STORAGE ee Sonne airiee 
AND POOL CAR DISTRIBUTION Low Rates Quick Dispatch Thru Package Cars 
s Prod- Fireproof — Lowest Insurance GENERAL OPFICES: 
te = Merchants & Manufacturers Warehouse Co. 321 Commercial Trust Bldg., PHILADELPHIA, PA. 
Official 
s to Ft 
ritory. 
Official 
Shreve- 
1 Ss. W. 
rom the 
is Com- 
terstate : 
CONTRACTORS FOR 
tf] Bor THE MOTOR HAULAGE COMPANY, Inc. !i27}.2.2*3"5. 
| py NEW YORK CITY, N.Y. Lane island 3k ‘Co v 
et al. Const ti ew Yor ntra 
Y. 8.6 . coon Deliveries P. O. Box 780, BROOKLYN, N. Y. New York, New Haven & 
Valuable Products Over 150 Heavy Duty Trucks in Operation pan RS ye 
T. et al. 





st al. 
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18841—Alabama Cotton Seed a wi Assn. vs. L. & N. R. R. 
18890—Lever Brothers Co. B. & A. et al. ae 


""C. ‘2 lL & P. et al. 
19088—The Blaton Co. vs. A. & V. Ry. - ot 
ee ee Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—Southern Cotton Oil Co. vs. Ill. Cent. et al. 
ioies—Procter & Gamble Mfg. Co. vs. A: & B. B. R. R. et al. 
— _— Sub. No. 1)—Ca fornia-Arizona Ginners’ and Crushers’ 
n. et al. vs. Apache Ry. et al. 

19176—National Cottonseed ~~ Corp. oe - vs. A. & V. Ry. 
19194—Procter & Gamble Co. vs. A. & S. et 
19245—Procter & Gamble Co. vs. B. & O. et 2 
19270—Southern Cotton Oil Co. vs. Ann Arbor et al. 
19307—National Cottonseed Products Corp. “ A. & N. W. et al. 
19325—Southern Cotton Oil Co. vs. A. & R. 4 
19336—Portsmouth Cotton Oil Refining Co. - L. & W. et al. 
19533—East St. — Cotton Oil Co. vs. Sou. Pac. et al. 
19551 (and Sub. . 1)—Rome Soap Mfg. Co. vs. C. I. & W. et al. 
19642—Elberton on “Mills vs. Va. & C a, R. R. et al. 
20068—Graco Milling Co vs, A. & 8. Ry. 
ay and Sub. No. 1)—Wiison & Co., ine, ej Oklahoma vs. B. & O. 


20130--Buckeye Cotton Oil Co. et al. vs. A. & R 

20142—Portsmouth Cotton Oil wim _ vs. A, . rR st al. 
20161—The Best Foods, Inc., vs. C. of N. J. et al. 
20596—Armour & Company et al. vs. w % - S. et al. 

20596 (Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & S. et al. 
a Plate Glass Co., Liseced Oil Division, vs. Santa Fe 


21610 Swift & Co. vs. A. & * 2 
21138—Armour & Company vs. 


NEW GREAT NORTHERN ROUTE 


The Great Northern will put its new main line route on 
the east slope of the Cascade Range in operation October 7. 
The new line, known as the Chumstick Line, is the most im- 
portant improvement made in the Great Northern’s transcon- 
tinental route in the last twenty years. With the exception of 
its new Cascade tunnel, now under construction, it is the most 


POSITIONS WANTED OR OPEN 


TRAFFIC MANAGER—Broad experience, fourteen years one rail- 
road; also secretary and treasurer several Chicago companies; wide 
experience purchasing. Banks and high railroad officials for refer- 
ence. Available now. Start reasonable salary. Address T. M. U. 134, 
eare Traffic World, Chicago, Ill. 


POSITION WANTED—Competent traffic man, age 30, with broad 
traffic a desires connection with reliable company. Ad- 
dress O. L. 114, care Traffic World, Chioago, Ill 


POSITION WANTED—Traffic manager now employed and in 
good standing wishes new connection. Several years with important 
rail and boat line association; eight years in New York City as ex- 
port traffic manager, with complete control of shipping, rail and 
ocean; now head of transportation department large industry having 
plants in Chicago and elsewhere. Operate private car line; expedite 
movements many cars daily; close student rate structures all terri- 
tories; have successfully handled many reduced rate proposals. -_—— 
ber Traffic Clubs of Chicago and New York City. Address H. N. 
128, care Traffic World, Chicago, Ill. 


aro. 


tas. et al. 














BALTIMORE, MD. 
’ STORAGE WAREHOUSE 
General Storage 


Cold Storage t=: 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., mondnont’und Forrest Sts. 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, en 










GEOGRAPHICALLY 

oe Ss 
DISTINCTIVE WAREHOUSE a) 
AND FORWARDING 






SERVICE 
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costly single improvement made on the Great Northern in th 
same length of time. Combined with the new tunnel, which is 
eight miles long and which is expected to be completed about 
the first of the year, the new Chumstick Line virtually eliminates 
the Cascade Range as an obstacle in the rail link between Puget 
Sound cities and the mid-west. 5 


Chicago’s and Kansas City’s 


HOUSES 


Most Modern Warehouses 


Merchandise 


Distribution 


Capacity 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. LEONARD & CO. 


155 N. Clark St., Chicago 15 E. 26th St., New York 










HAMMOND, IND. 


In the Chicago Switching District 


General Merchandise, Furniture 


and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 
ems THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





All Major Court Decisions in 


Motor Carrier Litigation 


have been digested and are presented for the first time 
in a conveniently indexed reference volume, with supple- 
mentary service, for use by the Legal Profession as 
well as the Practical Transportation Man. These include 

. S. Supreme Court, U. S. District Court, U. S. Circuit 
Court of Appeals, and State Supreme Court decisions 
which in any way establish or reaffirm precedent in the 
Operation or Regulation of Motor Carriers for Hire. 


Edition Limited 
Volume $10.00 Supplementary Service $5.00 yearly 
Motor Bus Division - American Automobile Association 
Mills Building, Washington, D. C. 








UNION cirye +o WATERBURY 
BEACON FALLS@ONAUGATUCK 

ANSONIA 
SHELTON g’o OERBY 
DEVON 6 .-o MILFORD yew HAVEN 


YMOUR WILLIMANTIC @. 
wORWIC 






THAMES RIVER LINE, INC., Pier 32 E. R., New York City, -®N*STE, FucS 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
TOM London and Norwich, Conn. 


c. F. re W. T. has Inter-Mountain, 
to South and Southwest 
ORE DOOR CLYDE, OLD DOMINION, SAVANNAH, 
BT OUR OWN MOTOR TRUCKS via MALLORY and MORGAN S. S. LI 
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“The Shipping 
That Is Different” 


= ONTVERSAL> 


Reducing Cost 


Today, competition in all phases 
of industry is exceedingly keen. 
Tomorrow it will be keener. 


Under these circumstances time 
and money saved in transporta- 
tion become vital factors in your 
COST OF PRODUCTION. 


Therefore, you must ship in such 
a way as to secure the maximum 
saving of both time and money. 


Universal Transcontinental 
Freight Service to the Pacific 
Coast adequately meets these 
conditions for less than carload 
shipments of Machinery, Auto- 
mobile Parts, Drugs, Tires, Paints, 
Varnishes and many other 
articles. 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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Complete electric equipment for 





Type MTC a-c. motor 
and drum confrolicr 
for crane, hoist, and 
car-dumper service 


Type FTR ‘500 
Series”’ a-c. motor and 
resistor starter forcon- 
veyor service 









Apply the proper G-E 
motor and the correct 
G-E controller to a spe- 
cific task, following the 
recommendations of 
G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or otherwise 
connected to all types 
of industrial machines, 
G-E Motorized Power 
provides lasting assur- 
ance that you have 
purchased the best. 


GENERAL 









GENERAL 
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Veet) } 
Control for Typé 
COand Type MDS 
motors 


Type MDS d-c. motor for 
use on crane, shovels, 
and coal and ore bridges . 


‘ 










Type FTR ‘‘900 


eries’”’ a-c. motor and 










across-the-line switch 
for conveyor service 










. 


Type CO d-c. motor for 
crane, car-dumper, shovel, 
and coal- and ore-bridge 
applications 
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otorized Power 
~fitted to every need, 























ELECTRIC COMPANY, SCHENECTADY, 
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every material-handling application 


The economies of electrification are 
nowhere so marked as in the han- 
dling of materials. Here the flexibility, 
reliability, safety, and low mainte- 
nance costs of motors and control 
result in an amazing growth in the 
horsepower installed. 














































G-E 75-ton combination trolley, cable-reel, and e ° 
storage-battery locomotive G-E engineers pioneered many of the 


applications to material handling. 
They are well qualified to advise you 
concerning your problems. 


Whether your machine is a stacker 
or a car-dumper; whether you handle 
a few small packages or haul huge 
tonnages of coal and ore; whether 
direct current or alternating current 
is available—General Electric, with 
its unexcelled facilities for research, 
construction, design, and service, 
is prepared to meet your every 
requirement. Consult your nearest 





Type CD d-c. motor and G-E office. 
starting rheostat for con- 
KT a-c motor and veyor, elevator, stacker, 
automatic compensator car-dumper, and similar 
for pumps and fans. service. Dium controllers 
Manual compensators may also be furnished 


may also be supplied 
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Industrial Brownhoist ore bridge, one of the largest on the Wellman-Seaver-Morgan 120-ton lifting-type 
teat Lakes, equipped with G-E motors and control car dumper equipped with G-E motors 
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Strategic Points of Operation 
or Shippers and Wise 


Grae, 
eS BUFFALO 
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At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 


and ALLIED INIAND WAREHOUSES _ 


HARVEY C. MILLER President ; 
COMMERCIAL TRUST BLDG.PHILA.PA. | Abs ey 


Jp 


MingaRlemad easy 
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W. B. McKINNEY, Sec’y and Treas. 
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BOSTON TIDEWATER TERMINAL, INC. 
. M. Hoffman, V. P. & Gen’! Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
W. Green, V. P. & Gen’l Manager 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 

G. M. Richardson, Gen’1 Manager & Treas. 

10 Chestnut Street, Philadelphia 
NORFOLK TIDEWATER TERMINALS, INC. 

- Moore, Manager 

Norfolk, Va. 
KEYSTONE WAREHOUSE Co. 

W. S. Bishop, Gen’! Manager 

Seneca and Hamburg Secu, Buffalo, N. Y. 


MERCHANTS’ WAREHOUSE Co. 
Snowden Henry, Supt. 
10 Chestnut Street, Philadelphia 











RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 
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ROUTE YOUR FREIGHT 





\ 


VIA GREAT NORTHERA 
Careful Handling and Prompt Shipment 


Fast, dependable and economical freight service between 
7 St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Klamath 
Falls, Ore., Seattle, Tacoma and intermediate points. 


Through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Operating Dependable Passenger Trains Daily 
Throughout the Northwest 


Also the Luxurious, Faster Time, No Extra Fare 


Oriental Simited 


Running daily between Chicago, St. Paul, Minneapolis, 
Glacier National Park and the Pacific Northwest—over 
1200 cinderless miles behind giant oil-burning and 
electric locomotives. 

M. J. Costello * 


Western Traffic Manager 
Seattle, Wash. 


H. H. Brown A. J. Dickinson 
General Traffic Manager Passenger Traffic Manager 
t. Paul, Minn. t. Paul, Minn. 


H. G. Dow 
Eastern Traffic Manager 
New York City 





T. J. Shea 
Asst. General Freight Agent 
79 W. Monroe St., Chicago, IIL. 
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A Dependable Railway 
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The Belt Railway Company of Chicago 


INDUSTRIAL DEPARTMENT 


SUEETCCIRRRI, Bs 
ae aN NEP y — and Small | 


[A]ecommodating Action 

[1 ]ndustrial Opportunities 

[-Jabor—All Kinds Available 

[We Want You With Us 

[Allive to Your Requirements 

[Y Jesterday, Today, Tomorrow— 
Always the Best 


(C]o-operative Policy 
[Olnly Forty-six Years’ Experience 


po 
A Was 


The knowledge of Indus requirements and 
ability to meet them thr wo character service 
is i t factor in your determination of 


Our s to render fr ano stance —o— 
that oer we place ourselves unreservedly at you 


J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 
Chicago Dearborn Station 
Telephone Harrison 3690 Chicago 
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/Manufacturing Plants and Warehouses 


Chicago Switching District 
AT LOW RENTALS 






Small 










Designed and built to suit particular requirements of occupant 
LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Less Than Carload Service In and Outbound 
Universal Carloading and Distributing Service 
Daily Pick Up and Delivery of Express 
Chicago Rate Basis 
Open Shop Labor Conditions 
Convenience of Location for Local Trucking to Points in and Around Greater Chicago 
Sewers, Water, Gas, Electricity and Paved Streets 
Chicago Street and Mail Address 























Out of town firms are invited to ask for particulars relative to savings through location 
. of branch plant or warehouse in this District. 
Information would include probable building costs or rentals (without obligation). 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


91 PLANTS AND WAREHOUSES NOW OPERATING IN THE DISTRICT 
(49 OF THEM LOCATED IN THE PAST 4 YEARS) 














The | Industrial District 


OF CHICAGO 
1007 First National Bank Building . 
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Industrial Executives 
should have this market analysis of the 





A Market Map 
in Colors 


Showing railways, in - 
terurbans, highways, 
Principal cities and 
towns, freight and 
express service and 


tive sales val 
each county. ate 


JN ANALYZING your distribution 

problems in the Southwest con- 
sider your total cost of distribution. 
Not only the cost of delivering mer- 
chandise to your warehouse—but 
the cost of L.C. L. distribution from 
your warehouse. 


A new scale of rates from the 
producing centers of the East and 
North into the Southwest—and a 
new mileage scale of rates within 
the Southwest makes it possible for 
manufacturers to ship carload into 
Dallas and distribute from Dallas at 
minimum transportation cost. 


The strategic location of Dallas 
in the center of the great Southwest 
is responsible for over 1,635 na- 
tional concernsmaintaining branches, 
factories, distributing branches and 
regional offices here. More than 500 
manufacturers are serving the 
Southwest from public warehouse 
stocks maintained in Dallas. 


Transportation and warehousing 
facilities are unexcelled. The most 








highly developed package car system 
in the United States gives 12-24 
hour service L. C. L. to all principal 
cities. Motor truck, railway and 
interurban lines radiate in all direc- 
tions. Large institutions specialize 
in receiving, storing and redistribut- 
ing merchandise of every descrip- 
tion. - 


Shipments from seaboard points 
through the Port of Galveston, 
thence by rail to Dallas, or all rail 
carload shipments from inland 
points direct to Dallas for distribu- 
tion L. C. L. forms an economical, 
immediate and profitable means of 
serving the great Southwest. Let us 
help you analyze your distribution 
problems. We believe we can point 
out ways to reduce your present 
transportation costs. Let us send 
you facts. 


Industrial Dallas, Inc. 


1185 Chamber of Commerce Bldg. 
Dallas 


Dallas 


the Southwest-Twelve Million People 


Industrial and Distribution Center of 
Six Billion Dollar Market « « « 


“DALLAS: Distribution Center—Serv- 
ing the Southwest,” is a complete analysis 
of the Southwestern market plus a de- 
tailed report of the facilities offered by 
Dallas to serve it economically—profita- 
bly. There are six other distinctive re- 
ports available on request. They are all 
based on facts supplied by exhaustive 
surveys of two leading firms of Indus- 
trial and Market Engineers. Write for 
them. 


1, 


oa 


MARKET MAP OF 
THE SOUTHWEST 
—seven colors. A 
Graphic Market Chart. 


. THE SOUTHWEST 


—Six Billion Dollar 
Market. A Market an- 
alysis and comparison 
with other major mar- 
kets. 


ALLAS — DIS- 


. D 
TRIBUTION CEN- 


TER. Showing the 
facilities of Dal for 
serving the entire 
Southwest. 


. INDUSTRIAL SUR- 


VEY OF DALLAS. 


. DALLAS AS A CIT 
IN WHICH 


Showing opportunities 
for specific “Industrial 
Investment.” 


Y 
TO 
LIVE, proving that it’s 
not all work and no 
play in Dallas. 


. TH E GROWTH OF 


DALLAS. Showing a 
trend of progress that 
safeguards Industrial In- 
vestment. 


. TEXAS CORPORA- 


TION LAWS. An 
analysis of Texas Laws 
as they affect foreign 
corporations entering 
the State. 
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"Binghamton 

Buffalo 

Cedar Rapids 

Chicago 

Cincinnati 

Cleveland 

Columbus 

Cortland 

Council Bluffs 

Decatur 

Des Moines 

Detroit 

East St.Louis Fourth 

“Elmira Second 

Erie Third 

Fort Wayne Fourth 

Fostoria Third 

Grand Rapids Fourth 

Green Bay Fifth 

Fourth 
Whaca Second Afternoon 
Jackson Fourth Morning 
Fifth ‘i 


" NEWYORK 


Fourth Morning 
Third - 
Thirteenth ” 
Second 

Fourth " 


Sisth 
Fourteenth” 
Second 
Thirteenth “ 
Fifth -» 
Fourth ” 
Eleventh 
Seond ” 
Fourth 
Third 
Seond ” 


*Fitst Morning from New York Piers and Hoboken City. 
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Ampere 

Bloomfield 

Boonton 

Clifton 

Delawanna 

Harrison 

Hoboken City 

Hoboken Shore Railroad’ 
Jersey City 

Lyndhurst 

Newark 

Orange 

Passaic 

Paterson 

Watsessing 

And other New Jersey points 


135 tn 
g Harlem Transfer 


Long Istand City 
+. 


\A Brookivn Esstern 
y, B Diswict Trenster 


Wallabout 


TRANSFER 


291. 
Bush Docks 


CORRESPONDING SERVICE ven to 
shipments loaded to the platforms of 
connecting roads destined to points be- 
yond those named above. 


Similar service is effective via LACKA- 
WANNA from Philadelphia Stations of 
the Reading Company, and other larger 
Reading Company stations, and from 
stations on the Central Railroad of 


ACKAWANNA fast freight 

trains are operated on sched- 

ules and time tables as carefully 

prepared and as precise and 

inflexible as those for passenger 
service. 


Market conditions, railroad and 
steamship connections and other 
important factors are better 
served when traffic handled in 
freight trains is moved with the 
utmost regularity and despatch. 


The Lackawanna has a well- 
merited reputation for the 
excellence, dependability and 
regularity of both its passenger 
and freight service. Its high 
standards also apply to through 
schedules via all connecting lines. 


New Jersey, via SCRANTON TRANS- 
FER. 


Also from New York, New Haven & Hart- 
ford Railroad points via Port Morris (N. 
J. Transfer). 


Passing. Seer in the possession of all 

LAC WANNA RAILROAD agents 
enable them to give immediate and 
complete information to customers. 


Not necessary to designate any special 
station, pier or train number. Simply 
route LACKAWANNA. 


LACKAWANNA RAILROAD 


The Pioneer in Fast Through Merchandise Service 










Merchants Bank Bldg. 
Railway Exchange Bldg. 


KANSAS CITY 











@ INDIANAPOLIS 


@ 


Majestic Bldg. 
Manzana de Gomez 


® DETROIT 
@® HAVANA 


® CLEVELAND 
Hippodrome Bldg. 
@ DENVER’ 
Boston Bldg. 


Southern Pacific Bldg. 


@ CHICAGO—FREIGHT DEPT. 
@ CHICAGO PASSENGER 


Ellicott Square Bldg. 


® CINCINNATI 
Dixie Terminal 


® BUFFALO 


Woodward Bldg. 
Old South Bldg. 


@ BIRMINGHAM - 
@ BOSTON 


@ ATLANTA 

Healey Bldg. 
-@ BALTIMORE 

209 Morris Bidg. 









DEPT., 33 West Jackson 
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SOUTHERN PACIFIC LIN 


@ OFF LINE AGENGIES 
@® GATEWAYS 


THE LAST GREAT STAND OF TIMBER 


NE-THIRD of the standing timber in the United 

States is now in the Northwest. By far the big- 

gest part of this is in Oregon and Northern Cali- 
fornia, in districts served only by the Southern Pacific 
lines. 

Here is found a great variety of soft woods; Douglas 
Fir, Western Hemlock, Red Cedar, Sitka Spruce, Port 
Orford Cedar and White Pine. In one Oregon valley 
alone the stand of fir and hemlock is sufficient, if manu- 
factured into lumber, to build five rows of modern five- 
room cottages around the world. 

The manufacturing of lumber is the basic industry 
of the Northwest, providing annually sixty cents of 


every dollar that comes into Oregon and Washington 
The Southern Pacific lines are the arteries through 
which this vast wealth of forest must eventually flow 
to market. 5 

With the stands of timber in other parts of the coun- 
try rapidly dwindling, the Pacific Coast lumber industry 
is on the eve of its greatest prosperity and the 
Southern Pacific lines are constantly improving their 
facilities to take care of this increased business as it 
comes, which is evinced by the new line now under con- 
struction between Klamath Falls, Oregon, and Alturas, 
California. 


Write, telegraph or ’phone 
&) ‘“‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him 


SOUTHERN PACIFIC LINES 
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